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| AERONAUTIC SYMBOLS
1. FUNDAMENTAL AND DERIVED UNITS

R Metrie | ~ English
" Bymbol T . - o ‘
' Upif; S Ab%’:: B Unit | Abbreviation
Length ______ l meber. .. eooonlu m | foot (or mile) ________ ft (or inj)
ime._...... t 1) 1 To U ‘ 8 second (or hour)._._....| sec (or hr)
Foroe ... F welght of 1 kilogram.._.._. kg "weight of 1 pound...._. b
Power..._.._..| P horsepower (metnc) _______________ hbrsepower_'_A‘__"___‘___'_ hp
Speed ‘ v {kllometers per hour______ kph - | miles per hour- . _____ mph
peed.. - - -~ - meters per second._ _ . ..__ mps feet per second....____ fps
. o 2. GENERAL SYMBOLS L
‘ Wexght—mg i - S Kmematlc viscosity . :
Standard accelera.tlon of gra,v1ty——9 80665 m/s2 P Density (mass per unit volume) c
or 32.1740 ft/sec? . Standard density of dry air, 0.12497 kg-m"—s2 at 15° C
Mass—E . , a and 760 mm; or 0.002378 1b-ft* sec?
g S : - Specific Welght of “standard” a.lr, 1 2255 kg/m3 or

- Moment of mert;m,—-mlc2 (Indicate axis ‘of .0.07651 lb/cu ft

radius of gyration &k by proper subscnpt )
Coeflicient of viscosity :

3. AERODYNAMIC SYMBOLS

- Area ' o T . te  ~Angle of settmg of wings (relatwe to thrust hne) v

Area of wing ' ) ‘ P -Angle of stabilizer setting (relamve to thrust
Gap ' : . ‘ ~ line) ‘

Span } - . ' - @ Resultant moment

Chord ' : Q Resultant angular velocity

Aspect ratio, bTS’ . S . R Reynolds number, p —Vl—- where Tis a lmear dimen-

True air speed o - S sion (e.g., for an alrfoﬂ of 1.0 ft chord, 100

Dvnami 1 Ve - - ' . mph, standard pressure at 15° C, the corre-
ynamic pressure,l 3P sponding Reynolds number is 935,400; or for

‘- . _L ‘ - an airfoil of 1.0 m chord, 100 mps, the corre-.

Litt, gbsolute coefficient OI'-Q'S ‘ , 'sponding Reynolds number is 6,865,000) -

oD a Angle of attack
Drag, absolute coefficient Cp Py . Anglo of downwash

o Angle of attack, infinite aspect ratio -
oy Angle of attack, induced
A ‘Angle of attack, absolute (measured from zero-
. lift position) : :
thht-path angle

Profile drﬁg, dbsoluté coefficient '01770:%
Induced‘drag", absolute coefficient C’D,=§—JS—‘, ‘
Parasite drag, absolute coefficient Cp,= 25' v Y

Cross-wind force, absolute coefficient Cc= !—l%




1 | | T reonLismany
U .

llllllllllllllllllllflu/lIIIIIIII '

REPORT 1010

A RECURRENCE MATRIX SOLUTION FOR THE DYNAMIC
RESPONSE OF AIRCRAFT IN GUSTS

By JOHN C. HOUBOLT

Langley Aeronautical Laboratory
Langley Field, Va.




National Advisory Committee for Aeronautics

Headquarters, 1724 F Street NW., Washington 25, D. C.

Created by act of Congress approved March 3, 1915, for the supervision and direction of the scientific study
of the problems of flight (U. S. Code, title 50, sec. 151). Its membership was increased from 12 to 15 by act
approved March 2, 1929, and to 17 by act approved May 25, 1948. The members are appointed by the President,
and serve as such without compensation.

Jerome C. HunsaAxer, Sc. D., Massachusetts Institute of Technology, Chairman

ALEXANDER WETMORE, Sc. D., Secretary, Smithsonian Institution, Vice Chairman

DetrLeEv W. BronNxk, Pu, D., President, Johns Hopkins Univer-
sity.

Jorn H. Cassapy, Vice Admiral, United States Navy, Deputy
Chief of Naval Operations.

Epwarp U. Conpon, Pu. D., Director, National Bureau of
Standards.

Hon. THOMAs W. S. Davrs, Assistant Secretary of Commerce.

James H. Doourrrie, Sc. D., Vice President, Shell Union Oil
Corp.

R. M. Hazen, B. S., Director of Engineering, Allison Division,
General Motors Corp.

WitLiaM LittLEwoop, M. E., Vice President, Engineering,
American Airlines, Inc.

Tureoport C. LonNQUEsT, Rear Admiral, United States Navy,
Deputy and Assistant Chief of the Bureau of Aeronautics.

DonaLp L. Purr, Major General, United States Air Force,
Director of Research and Development, Office of the Chief of
Staff, Development.

ArTHUR E. Raymonp, Sc. D., Vice President, Engineering,
Douglas Aireraft Co., Inc.

Francis W. REICHELDERFER, Sc. D., Chief, United States
Weather Bureau.

Hox. Deros W. RenTzEL, Administrator of Civil Aeronautics,
Department of Commerce.

GorponN P. SaviLLg, Major General, United States Air Foree,
Deputy Chief of Staff—Development.

WirLiaM WeBsTER, M. S., Chairman, Research and Develop-
ment Board, Department of Defense.

Turopore P. WricHT, Sc. D., Vice President for Research,
Cornell University.

Huea L. DrypEN, Pu. D., Director

Joan W. CrowLEY, JR., B. 8., Associate Director for Research

Joun F. Vicrory, LL. D., Executive Secretary

E. H. CaAMBERLIN, Ezecuiive Officer

Hexnry J. E. Remo, D. Eng., Director, Langley Aeronautical Laboratory, Langley Field, Va.

Smite J. DeFrancg, B. 8., Director, Ames Aeronautical Laboratory, Moffett Field, Calif.

Epwarp R. SHarP, Sc. D., Director, Lewis Flight Propulsion Laboratory, Cleveland Airport, Cleveland, Ohio

TECHNICAL COMMITTEES

AERODYNAMICS
PowerR PLANTS FOR AIRCRAFT
AIRCRAFT CONSTRUCTION

OPERATING PROBLEMS
InpusTRY CONSULTING

Coordination of Research Needs of Military and Civil Aviation
Preparation of Research Programs
Allocation of Problems
Prevention of Duplication
Consideration of Inventions

LANGLEY AERONAUTICAL LABORATORY,
Langley Field, Va.

Lewis FriceT PropuLsioN LABORATORY,
Cleveland Airport, Cleveland, Ohio

AMEs ABRONAUTICAL LABORATORY,
Moffett Field, Calif.

Conduct, under unified conirol, for all agencies, of scientific research on the fundamental problems of flight

OFFICE OF AERONAUTICAL INTELLIGENCE,
Washington, D. C.

Collection, classification, compilation, and dissemination of scientific and lechnical information on aeronautics

n



REPORT 1010

A RECURRENCE MATRIX SOLUTION FOR THE DYNAMIC RESPONSE OF AIRCRAFT IN GUSTS!

By Jorn C. HousoLT

SUMMARY

A systematic procedure is developed for the calculation of the
structural response of aircraft flying through a gust by use of
difference equations and mairiz notation. The use of differ-
ence equations wn the solution of dynamic problems is first
lustrated by means of a simple-damped-oscillator example.
A detailed analysis is then given which leads to a recurrence
matrix equation for the determination of the response of an
airplane in a gust. The method takes into account wing
bending and twisting deformations, fuselage deflection, vertical
and pitching motion of the airplane, and some tail forces. The
method is based on aerodynamic strip theory, but compressi-
bility and three-dimensional aerodynamic effects can be taken
mto account approximately by means of over-all corrections.
Either a sharp-edge gust or a gust of arbitrary shape in the
spanwise or flight directions may be treated. In order to aid in
the application of the method to any specific case, a suggested
computational procedure is included.

The possibilities of applying the method to a variety of tran-
sient aircraft problems, such as landing, are brought out. A
brief review of matrix algebra, covering the extent to which it is
used 1n the analysis, 1s also included.

INTRODUCTION

In the problem of an airplane flying through gusts, accurate
predictions of stresses are not always obtained if the inter-
action between aerodynamic loads and structural deforma-
tions is not considered. The present report gives a method
for determining the dynamic response of aircraft in gusts in
which this interaction is considered. An approach is em-
ployed which is a departure from the usual modal type of
solution. The time derivatives in the integrodifferential
equations of motion of the airplane are replaced by appro-
priate difference expressions and use is made of matrix nota-
tion to express conveniently the conditions of equilibrium at
a number of points along the wing span. The result is a
systematic procedure which is complete and general in form.
The airplane is assumed to be free to translate and pitch.
Wing bending, wing twist, and fuselage flexibility are all in-
cluded. Tail forces due to vertical motion, angle of attack,
and gust penetration are also included in the analysis.

With the method, a gust with any gradient in the direction
of flight or along the span may be treated. The method is

based on aerodynamic strip theory, but over-all compressi-
bility and aspect-ratio corrections may be included with-
out difficulty, if desired. One such over-all correction is
indicated.

In the first part of the report the method of using difference
equations in the solution of dynamic problems is illustrated
by an example in which the transient response of a simple
oscillator is determined. The analysis for the determination
of the response of an airplane in a gust is then given. In the
following section a computational procedure is suggested.
This section is not intended to describe or add to the under-
standing of the analysis, but by following the directions indi-
cated, the response of any airplane may be found without
following through the complete details of the analysis.

Supplementary definitions and derivations are presented in
appendixes. Appendix A summarizes the various matrix
coefficients and matrices that are used in the analysis,
appendix B gives a derivation of the difference equations,
appendix C gives a derivation of the flexibility matrices,
appendix D gives a derivation of a recurrence equation for
evaluating the form of Duhamel’s integral which involves an
exponential kernel, and appendix E presents a review of the
fundamentals of matrix algebra. It is suggested that those
not familiar with matrix algebra read appendix E before
reading the analysis.

SYMBOLS
a distance between leading edge of wing and elastic
axis
a, coefficient used in unsteady lift function for sudden
' change in angle of attack
A aspect ratio of wing
A, aspect ratio of horizontal tail
b semispan of wing
¢ chord of wing
o chord at wing midspan
Co, midspan chord of tail
. mean aerodynamic chord of tail
e distance between mass center of wing cross section

and elastic axis of wing, positive when elastic
axis lies forward of mass center

E Young’s modulus of elasticity

! Supersedes NACA TN 2060, “A Recurrence Matrix Solution for the Dynamic Response of Aircraft in Gusts” by John C, Houbolt, 1950.
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suddenly applied force

shear modulus of elasticity

integers 0, 1, 2, 3, 4, and 5 used to designate sta-
tions (for most part used as parenthetical num-
bers, that is, w(3) is deflection at station 3)

bending moment of inertia

torsional stiffness constant

radius of gyration of wing mass about elastic axis
or elastic spring constant

length of section associated with a spanwise station

aerodynamic lift over interval { on wing

shear force transmitted to wing by fuselage

aerodynamic lift over interval [ on wing due to gust

one-half acrodynamie lift on tail due to gust

one-half total aerodynamic lift on tail

part of aerodynamic lift over interval [ on wing (see
equation (16))

part of aerodynamic lift over interval / on wing (see
equation (17))

mass of beam included in interval ! or concentrated
mass in spring oscillator

4
assumed over-all compressibility and aspect-ratio

. . ( A
correction for wing ( ———————
2+ A1I—M 2)

assumed over-all compressibility and aspect-ratio

correction for horizontal tail <%>
24+ A, 1—M?

mass moment me including apparent mass effect

(me75=(3-2))

mass of fuselage per unit length

mass polar moment of inertia mk?including appar-
o wplet /1 a\? | wplct

ent mass effects (mk -+ 7 <§_E> +T2§

Mach number or aerodynamic moment over inter-
val [ about elastic axis of wing

moment transmitted to wing by fuselage

integers 0, 1, 2, 3, and so forth to designate num-
ber of time intervals passed "

pormal load acting at a station

fuselage inertia loading per unit length

torsional load acting at a station

distance traveled by wing in half-chords <2U t,
Co
where midspan chord ¢, is used as reference

chord

distance interval in half-chords (

2U )
€
Co
horizontal-tail area
time, zero at beginning of gust penctration
forward velocity of flight
vertical velocity of gust

w deflection of elastic axis of wing, positive upward,
or deflection of mass oscillator

wy deflection of fuselage, positive upward

W, fuselage modal function, zero at wing elastic axis
and unity at tail one-quarter-chord location

z distance along fuselage measured from wing elastic
axis, positive in rearward direction

Ty distance from foremost part of nose to elastic axis

x, distance from elastic axis to one-quarter-chord loca-
tion on tail

Y distance along wing measured from center of air-
plane

z ratio of dynamic deflection to static deflection

a, angle of attack of horizontal tail, positive in the
stalling direction

B forward-speed and aspect-ratio factor for wing
(mampU) or coefficient of damping for spring
oscillator

8. forward-speed and aspect-ratio factor for tail
(5 mamS: v)

v exponential coefficient in ® function associated with
time ¢ <'y=2U )\>

Co

B coefficient of fuselage modal function

€ time interval

A exponential coefficient in @ function associated
with variable s

N dimensionless interval between 7—1 and ¢ stations
(b is actual length)

p mass density of air

@ angle of twist of wing, positive in stalling direction

¥ function which denotes growth of lift on rigid air-
foil entering sharp-edge gust (used without sub-
script to indicate function for wing and with
subscript ¢ used -to indicate function for tail)

wy natural frequency associated with Wi, radians per
second

1% unit-step function

1—® function which denotes growth of lift on airfoil
following sudden change in angle of attack (used
without subscript to indicate function for wing and
with subscript ¢ used to indicate function for
tail)

[ 1] square matrix

[ ] rectangular matrix

|| column matrix

L] row matrix

Subscripts:

¢ tail '

0,1,2,3, ... n number of time intervals passed

0,1,2,3,4,50r1 station (however, station is usually

given as parenthetical number, such
as w(3) for deflection at station 3);
4 is also used as general subscript in
appendix A
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All the terms, coefficients, and matrices not defined in this
section are defined in appendix A.
Dots are used to indicate derivatives with respect to time;

ow . ow .
for example, =1 or S-=-
ANALYSIS

TRANSIENT RESPONSE OF A SIMPLE DAMPED OSCILLATOR

In order to illustrate the use of difference equations and
to test the accuracy of the procedure that is to be used in

‘the solution of the more complicated gust problems, the

solution of a simple problem having a known analytical
solution is first presented. The problem is to compute the
response of the damped oscillator shown in figure 1 to a
suddenly applied force. The differential equation of motion
of this system due to the suddenly applied force is

mip -+ B+ kw=F1() (1)

By use of difference equations this differential equation may
be transformed into an equation which involves deflection
ordinates at several successive values of time. Probably
the most commonly used difference equations are the follow-
ing (see appendix B for derivation):

_nﬂfwrz—l

{ _ — ()
W 2e ("’)

o Whr— 2w, w, -
W, = n+1 Ezn+ n~1 (3)

which give the derivatives at the intermediate of three
successive ordinates. Although these equations are quite
adequate for the oscillator problem of the present report,
they cannot be used in the gust analysis which follows.
Rather, for reasons which are brought out in a subsequent
part of the analysis, equations that give the derivatives at
the end ordinate of several successive ordinates must be
used. If only three successive ordinates are used, the deriv-
atives so found are not accurate enough to be useful. 1f
a fourth ordinate is added, however, derivatives may be
taken at the end ordinate with accuracies which are com-
parable to those given by equations (2) and (3). Such
derivatives are derived also in appendix B and are given
by the equations:

w"=11w,,—1\8wn_1é|;9w,,_2—2w,,,3 @)

2'u)n_'-r:"'lvn—1_*‘4-'/2‘072—2_”777.—3
2
€

W, =

®)

Although either equations (2) and (3) or equations (4) and
(5) may be used in the solution of this oscillator problem,
only equations (4) and (5) will be used, since only these
equations can be used in the gust-problem solution presented
in this report.

Jf the derivatives in equation (1) are replaced by the
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Fraure 1.—Damped oscillator and suddenly applied force.

difference équations (4) and (5), the following equation is
obtained:

(2 Bt E o) —(54 28 Y w = (4 g ) et

6 m m
2B¢ ér

(1450 ) wust S, (6)
This equation may be said to be the difference equation of
motion. If the more general case of a variable applied force
were being considered, the factor F' in this equation would
be replaced by F,, the value of the force present at the
time t=mne.

If a specific casc is now considered, in which 7—];-:——400,

B o = — ion z—=-2_ (vati
ﬁ—& e=0.01, F=1, and the nqtamon Z_'F/k _(Iatlo of
dynamic deflection to static deflection) is used, equation (6)

becomes

2,=0.018027+2.42272¢2,_,—1.92114 2, _»,+0.479492,_; (7)

This equation may be regarded as a recurrence formula; the
value z, may be interpreted as the deflection to come and
may be found easily from the threc preceding deflections
Zu1, Zn_z, a0d z,_3. Then with the newly found value z,
and with z,_; and z,_,, the next deflection can be found,
and so on. This process thus gives a step-by-step deriva-
tion of the time history of deflection and may be carried
out as far as is desired. Of course the process must start
with known initial values of z. These values can be found
with the aid of the initial conditions of the problem by
means of the following approach.

The difference equations for the first and second deriva-
tives at the third ordinate of four successive ordinates are
(see appendix B)

1
Wy :—’a (2wn+l+ Swn - 6wn—-l+wn—2)

.. i
wnz? (wn+1—2'wn+wn—1)

If these equations are taken to apply at ¢=0 (n=0), they
become

wo=61—e(2w1+3wo—6w_1+w_z) (8)

'ij’0=:1§_(’w1"‘2wo+w-—1) 9)
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For the problem under consideration the primary initial
conditions are that, at {=0, the displacement and velocity
are zero. By use of equation (1) or by reasoning from
Newton’s second law, a secondary initial condition can be
established—that is, the acceleration immediately following
the application of the unit force must be 1/m. In equation
form these conditions are

’U)Q:O
’l,b():O
P

T m

By substitution of these values into equations (8) and (9)

and by use of the notation 2=717—k; the following relations

can be found to exist between the ordinates:

2020
z2_,=0.24—82, 10)
z2_,=0.04—2,

Substitution of these values into equation (7), with n set
equal to 1, gives an equation from which z, the deflection
at t=¢, may be evaluated. Three successive deflections
can now be established: the deflection at t=e¢, the zero
deflection at =0, and a fictitious deflection for ¢=—¢ given
by equation (10). In the real problem no deflection exists
for t less than zero; the assumption that a deflection does
exist before ¢ is zero Is simply a means for allowing the recur-
rence formula, equation (7), to apply at the origin as well
as at later values of time. Furthermore, no violation is
made of the conditions under consideration because, mathe-
matically, the response after t=0 is not influenced by the
response that may exist before ¢=0, so long as the initial
conditions are satisfied. The process just described for
treating the initial conditions is actually not different from
the procedure commonly employed in difference-equation
approaches, in which exterior points near a region under
consideration are written in terms of the interior points by
means of the boundary conditions.

With the initial values of deflection thus established the

1.5¢

Exact solution
Difference solution:

R O Cubic end-ordinate derivatives

& Porabolic end-ordinate derivatives

step-by-step evaluation of succeeding deflections proceeds in
a straight-forward manner—that is, equation (7) is now
evaluated for n=2, then for n=3, and so on. The response
of the oscillator for the physical constants listed previously
is given in figure 2. The comparison between the difference
solution shown in this figure and the exact solution of
equation (1) is seen to be good. As a matter of interest,
the solution is also shown in this figure that is obtained by
the use of the parabolic end-ordinate derivative which
involves only three successive ordinates. The agreement in
this case is seen to be quite bad. If equations (2) and (3)
had been used, on the other hand, the difference solution
(in this case for w,;;) would correspond to that given for
the cubic end-ordinate derivative.

RECURRENCE MATRIX EQUATION FOR RESPONSE OF AN AIRPLANE

IN A GUST

In order to help the reader to obtain a perspective of what
is to be covered in this section, the following basic phases of
the analysis are given:

(1) The assumptions are stated.

(2) The coordinate system and displacements are defined.

(3) The aerodynamic lift and moment are defined.

(4) The normal and torsional dynamic loadings (inertia
forces, aerodynamic forces, and fuselage forces) on the wing
are derived.

(5) The equations of elastic deformation—wing vertical
motion, wing rotation, and fuselage bending—are given.

(6) The dynamic loadings on the wing are transformed
into difference equations.

(7) The equations of elastic deformation and the difference
equations for loading are combined to give the recurrence
matrix equation for response.

In succeeding sections the initial response is determined,
the method for evaluating the gust forces is shown, and the
method for computing the loads and stresses is indicated.

Assumptions.—In this analysis an attempt i1s made to
obtain the simplest and most direct solution to the problem
with a minimum of simplifying assumptions. The case
treated is that of an airplane having an essentially straight
wing and penetrating a gust of known structure. The tail
is considered to penetrate subsequently the same gust as
does the wing. The assumptions made are as follows:

Assumptions pertaining to elasticity and airplane motion:

(1) The usual assumptions of engineering beam theory are
made.

(2) The fuselage is free to pitch and move vertically. 'The
portion of the fuselage in front of the elastic axis of the wing
is assumed for convenience to be rigid. The portion of the
fuselage rearward of the elastic axis is assumed flexible, and
the elastic deflection is assumed to be given by a single
modal function.

(3) The tail is assumed rigid.

Assumptions pertaining to aerodynamic forces:

(1) Aerodynamic strip theory applies. Three-dimensional
effects, however, may be taken into account approximately
by means of over-all corrections. Some such corrections are
indicated.

(2) The gust force and forces due to vertical and pitching
motion are the only tail forces considered. Other forces of
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(3) Aerodynamic forces on the fuselage are neglected.

Coordinate system and displacements.—Position on the
airplane is denoted by an orthogonal system of axes.. ‘The
origin is at the intersection of the wing elastic axis with the
plane of symmetry of the airplane: the w-axis runs positive
upward, the z-axis runs along the fuselage positive in the
rearward direction, and the y-axis runs spanwise. The wing
semispan is considered to be divided into six, not necessarily
equal, sections, with a station point at the middle of each
section. (See fig. 3.) More or fewer stations could be
chosen, but it is believed that six is a fair compromise be-
tween the amount of labor involved in setting up a solution
and the accuracy desired. 'Thé interval between stations is
designated by the number of the station at the outboard end
of the interval. Station 0 is located near the wing root and
generally may be located where the fuselage intersects the
wing. In this way the concentrated forces of the fuselage
are allowed to act through station 0. The other five stations
are then located in any convenient manner so as to fall at
concentrated mass locations or at points which represent the
average of distributed masses, station 5 being nearest the tip.
The total mass within a section is assumed to be concen-
trated at the station point, and the average of the section
geometry (chord, elastic axis position, and so on) is assumed
to apply. In this way the wing is assumed to be a beam
subject to six load concentrations and as such will have a
linear moment variation between each station. The further

assumption is made that the ELI variation is linear betwecen

each station. With these assumptions for the EI variation
and concentrated load locations, equations for deflection at
each station point may be derived (appendix C) by direct
analytical treatment.

The displacements of the cross section at each station of
the wing are given as the deflection of and rotation about the
wing elastic axis as shown in figure 4. The fuselage dis-
placements are shown in figure 5 and are given by the
. equations:

wy=w(0)— ¢(0)x (11)

for the forward scction and

w,=w(0)—o(0)x + W8 (12)

for the rearward section. The function W, is taken as the
fundamental mode of vibration of the fuselage and tail
assembly, when the fuselage is considered to be clamped as a
cantilever beam at the elastic-axis location of the wing, and

is given in terms of a unit deflection at the i-chord position

on the tail. With this function to represent the elastic
deformation of the fuselage the deflection and angle of
attack of the tail are found with the aid of equation (12) to be

Wz ) =w(0)—¢(0)z,+ 6 (13)
a,=—%‘% ra, = 2(0)— 501 (14)
. where
dW,

a=t]

,
S e i e e
T T o I

o I\ ; fo) | o !
— T
JAob’ Agd J[ Azb _‘ As3d Aed Asd
— g 2
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—
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FIGURE 4.—Displacements of a wing cross section.
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F1GURE 5.—Coordinate system for fuselage displacement.

Aerodynamic lift and moment.—Before going into the
details of the analysis it is felt worthwhile to define and
describe the nature of the aerodynamic forces to which the
wing is subjected. These forces originate from two sources:
they arise directly from the gust encountered, and they arise
from the ensuing airplane motion. The equations for the
aerodynamic lift and moment that develop are herein set up
in a convenient form on the basis of work given in references
1 to 4. In these investigations various methods for separat-
ing the lift forces have been used, but the particular method
for separating these forces is not important so long as they
are taken into account properly.

In the present report the aerodynamic lift and moment
are considered to be composed of two parts: one part, desig-
nated as the lift or moment due to circulation, which includes
all lift forces or moments exclusive of aerodynamic inertia
effects and the other part, which is due solely to these inertia
effects. These lift forces and moments can be resolved into
the force systems acting on the airfoil as shown in sketch 1
(forces due to circulation) and sketch 2 (inertia force and
moment).

Lg
Ly Lo

Z
(—%Q('l\

3e L___g__\_,l

|
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The force L, is the lift force developed by the gust and
corresponds to the gust force that would develop on the
airfoil considered rigid and restrained against vertical motion.
All the other forces occur as a resuit of motion of the airfoil.
These forces, as well as the gust force, are given for an
interval I of the span by the equations: For the forces due
to circulation,

t
ngm,,wchUf 2 y—rydr (15)
o Or
¢ . 3 a\,..
Li=mympclU . Up—w—c 1 5)% [1—®(F—1)]dr
(16)
2
=" an
and for the inertia force and moment,
I __mplc? —ii;—{—(f-—— ) (18)
s="% 50 ) ¥
wple* .. .
My=—=52% (19)
where
M4 factor which can he used to introduce over-all com-
pressibility and aspect-ratio corrections; in this
report the factor is assumed to be given by
A
24+ AJ1—M?
1—% lift function which denotes the growth of lift on
an airfoil following a sudden change in angle of
_ attack
¥ lift fupiction which denotes the growth of lift on a

_ rigid airfoil entering a sharp-edge gust

- -The functions 1—® and ¥ and the correction m, are
established as follows. Ip- reference 5, approximate equa-
tions are derived which give the lift-coefficient form of the
growth of lift on a finite wing following a sudden change in
angle of attack or due to the penetration of a sharp-edge
gust. The equations may conveniently be considered as the
product of a factor, which may be regarded as a lift-curve
slope, and an unsteady lift function, designated by 1—® for
the function due to the angle-of-attack change and by ¢
for the function due to the sharp-edge gust. These unsteady
lift functions are shown in figures 6 and 7 and are given by
the following equations: For the 1—® functions

(1—®) 4o5=1—0.283¢0-54 (20a)
(1—®)1_=1—0.361¢ 703815 (20b)
(1—®) 4o =1—0.165¢70-%"—(.335¢ 703 (20c)

and for the ¢ funections
Yioy=1—0.679¢70-38 () 227¢ 3205 (21a)
Yang=1—0.448¢70-205 (0 272¢ 07255 __(.193¢ 3%  (21b)
Yaow=1—0,236¢ 7005 —0,513¢ 0% —0.171¢~> (21c)

Lo

(I-9)
i

L )

o 4

1 L | | L J
8

s, half chords

F1GURE 6.—Lift functions for sudden change in angle of attack. (See equations (20).)

o—_

—— 1\
1

e
(Reference 3)--3

! I | l | 1 1 |
% 4 8 2 £}
s, holf chords
FIGURE 7.—Lift functions for wings entering a sharp-edge gust. (Sec equations (21)
and (22).)

Equations (21) are based on equations of reference 5; whereas
equation (22) is the ¢ function that is suggested for wings of
infinite aspect ratio in reference 3. Inspection of equations
(20) shows that the ® function for aspect ratios 3 and 6 is
given by a single exponential term. It is probable that the
® function for higher aspect ratios, say 10 and even 20,
may also be given to a sufficient approximation by a single
exponential term. Therefore, the assumption is made that
in general ® may be represented by an equation of the form

d’zale—)‘s (23)

Interpolation, for example, of the curves in figurc 6 shows
that the @ function for aspect ratio 10 might be approximated
by the equation:

¢A310=0.41€—0'38 (24)

The analysis does not necessarily limit ® to a single ex-
ponential term. Other terms could be added with some
increase in labor, but the degree of refinement obtained
is not expected to add much to the over-all accuracy of the
solution.

Although the functions given by equations (20) to (22)
are known to approximate the true functions quite well over

Slotcoonga dn o

/ojgf\ the sl functigng oiven by I
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equations (21) do not vanish, as they should, when¢=0. When
used in the computational procedures given hereinafter, these
functions, therefore, are to be taken as zero when ¢=0.
Another point to note is that the variable s is given in terms
'of ‘a 'reference chord ¢,; thus this variable as applied to the
wing is different, in general, from the variable as applied
to the tail.

Examination of the values of lift-curve slope, which were
stated to be present in the equations taken from reference 5,
reveals that they may be approximated with good accuracy
by the product of 2= and the often-used aspect-ratio cor-

rection %_;_2 for sceady incompressible flow. In the present

report it is assumed that compressibility and aspect-ratio
corrections can be made by replacing this aspect-ratio
correction by a compressible aspect-ratio correction defined

by A’+2’ where A’=A+1—M? and by multiplving this

correction by the Glauert-Prandtl Mach number correction

VI—AD
talung into account three-dimensional and compressibility
effects in the present analysis is to determine m, from the
forward speed and aspect ratio of the wing and to use the
1—® and ¢ functions, equations (20) to (24), for the aspect
ratio which is nearest that of the wing.

Some word of explanation of equation (16) might be
worthwhile at this point. The ®((—) function is associated
with the lift forces which are due to the wake. Without this
term the equation would yield the steady lift corresponding
to the instantaneous values of angle of attack and vertical
velocity. If equation (16) is integrated by parts and the
conditions are stipulated that w, W, ¢, and ¢ are all zero at
t=0, the following equation may be found:

- to give the product m4. The procedure then for

L= Beldgn— (1-@0)3clw+ﬁcw[ Ty —-%)&{I«;Jr
(1—q>o)ﬁc2l<§—%>¢+ﬁclﬁ wt— r)dr—

t ¢
BclUf ¢&>(t—r)dr—ﬁc2l(%—g>f <p<'I;(t——‘r)d‘r (25)
0 ¢/ Jo
where 8 has been introduced as a forward-speed and aspect-
ratio parameter defined by the equation
B=mumpU (26)

With reference to equation (23), ®, and &, in equation (25)
would have the values

P=a,
2U

éo_

The form of L, given by equation (25) is presented because
this form is more convenient to use in the present analysis.
For this analysis the total lift and momeut acting at the
elastic-axis location are desired. For the present, the total
lift Z and moment M of the forces due to circulation are
found; the inertia force and moment are to be treated

separately. Summation of all the lift forces due to circula-
tion and summation of the moments of these forces about
the elastic axis gives the desired equations for the aero-
dynamic lift and moment acting on the airfoil over an
interval I as follows:

L=L1+L2+Lg (27)

M=(a—§)Ll—(%-a>L2+(a——>L 28)

The loading on the wing.—The normal and torsional
dynamic loads that are held in equilibrium by the elastic
restoring forces of the wing may be found by considering all
the aerodynamic and inertia forces that act on the wing.
The mass situated at any station (see fig. 4) can be shown to
have an inertia normal force equal to

—mib+mePp

and an inertia torsional moment about the elastic axis equal
to

meid—mk2p
If the aerodynamic forces and moments (see equations (18),
(19), (27), and (28)) are added to these inertia loadings, the
total normal and torsional loadings on the wing at each
station are found to be given, respectively, by the equations:

p=—mw-+mep+ L+ L,
q=mew—mk2¢+M—<%-—a> LM,

The terms L; and A, ordinarily would appear with the aero-
dynamic lift and moment values but are treated separately
so that they can be combined with the structural mass
terms. If use is made of equations (18) and (19) the load-
ing equations become

p=—mid+mep+ L (29)
q=mei—mkp+M (30)
where
) _( +1rplc>
[+ 5 G-0)]
me==| me+ 55—

—72 o, wplet/1  a\? | wplct

i —[m’f +T(§—E> 323
The terms appearing with the structural mass quantities in
the definitions of 7, e, and Wk~ are the terms which are
commonly associated with apparent mass effects.

The value of the shear forces L, and the moment M, trans-
mitted to the wing by the fuselage can be found in the
following manner. From equations (11) and (12) the values
of the inertia loading on the forward and rearward sections
of the fuselage can be shown to be given, respectively, by
the equations:
o Pr=—m,[(0)—&(0)x] (31)

Pr=—m; [(0)—§(0)z+5W)] (32)
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Integration of these inertia loadings over the length of the
fuselage and addition of the aerodynamic tail load 2L, give
the value of the total load transmitted to the wing; one-half
of this load is designated by L, and is assumed to act at
station 0, the other half being considered to act through the
corresponding station on the other half of the wing. Inte-
gration of the moment of the inertia loading about the
elastic-axis location and addition of the moment —2z,L, of
the tail forces give the total moment due to the fuselage;
one-half of the moment is designated M, and acts at sta-
tion 0. The values of L, and M, thus found can be given
by the equations:

LJ’:—Ml’ib(O)‘*"Mﬁ(O)—Mss’*‘Lt (33)
M= Myi(0) — M3(0)+ M6 — 2z, L, (34)

where the M,’s are considered to be generalized masses
defined as follows:

1 (%
M1=§f m,da

M2:’1‘ ‘

myzdz
2Js,

Msz_;. ﬁ W, de

L e e (35)
M4=§f tmfxzdw

1 {= -
Msz“‘f mfxw 1dI

2Jo

1 (=
My [ " m W2 ds

The generalized mass constant M, although not appearing
in equations (33) or (34), is included in this group because
it occurs in a subsequent part of the analysis. In the
derivation of equation (34), the aerodynamic moment of

the tail about the tail i-chord position is neglected since

it is considered to be small in comparison with the value
z.L, The lift on the tail L, can be found by application
of equation (27) to the tail surface. In this case the &
function appropriate to the tail should be chosen and the
values of displacement w and ¢ should be replaced by
wyz,) and a, the values of deflection and angle of attack

at the tail é-chord position. These values are given by

equations (13) and (14).

Matrix equation of equilibrium.—The problem of comput-
ing the response may be considered to be one of the deter-
mination of the deflection and rotation of a beam which is
subjected to normal and torque loadings. In differential

form, the bending and rotational displacements are related
to the normal and torque loadings by the well-known
expressions: o

0? O%w s
T T 40
0 ¢
—GJ o= 37
5y 7 5y ¢ 37)

where in this instance p and ¢ are the loadings per unit
length of beam. In addition to these two equations which
are considered to apply to the wing, an equation for com-
puting the elastic deformatious of the fuselags may be found;
this equation may be found in the following manner. The
rearward part of the fuselage is considered to be a cantilever
beam subjected to the inertia loading given by equation
(32) and the tail force 2L, If equation (36) is applied
to the fuselage and use is made of equations (12) and (32),
the following equation for fuselage bending results:

02 02W1 ve e pA 38
05 EI, 57— ™M [0(0)—#0)z+ W] +2L, (38)
in which L, must be treated properly as a concentrated load
and 7, is the bending moment of inertia of the fuselage.
Since W, represents a vibration modal function, the following
relation exists:

0? oW,

— 2
dx T g7 =mw/ W,

where a;, is the trequency of vibration associated with W,
Equation (38) may therefore be written

smyw Wy = —m; [i(0)—p(0)x + s W] 4-2 L,

Multiphication of this equation through by W, and integration
between 0 and z, results in the following equation for fuselage
bending

w Moo= — Mib(0) +M;5(0) — M,s 4 L, (39)

where M;, M;, and M; are defined by equations (35).

Equations (36), (37), and (39), when the loadings given by
equations (29) and (30) are considered, are seen to be rather
involved integrodifferential equations but describe com-
pletely the motion of the airplane. The problem is to find
functions w, ¢, and § which satisfy these equations and which
satisfy both the boundary conditions and the initial conditions.

The problem of finding the w and ¢ functions may be
simplified considerably by reducing the rather complicated
equations of motion to a simplified and systematic algebraic
form. The first step (see appendix C) is to replace the dif-
ferential equations (36) and (37) for wing deflection and wing
rotation by the following simple matrix equations:

(4] Jw|=|p| (40)
(Bl lel=lqg| (41)
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The matrices in these equations are defined in appendix C
(see equations (C22) and (C23) and equations (C29) and

_(C30), respectively) and have been derived on the basis that

the displacements along the semispan are given at six stations.

Equations (40) and (41) and the fusélage deflection coeffi-
cient & are now combined in a single matrix equation of the
form indicated as follows:

0 0 07}|s| |0
0 [4 o
0 0 [B]

lwl|=|lp| (42)

lell gl

This form is chosen because it will be useful subsequently.
With the notation given in appendix A, equation (42) may be
abbreviated to the form:

6

Clw]=|P| (43)

1)

This equation may be regarded as the loading matrix equa-
tion of equilibrium; it relates the loadings to the displace-
ments by linear simultaneous equations. The boundary con-
ditions are automatically satisfied when this equation is used
because they had to be taken into account when the sub-
matrices {A] and [B] were derived. Only the initial conditions
remain to be satisfied and these are treated separately in a
subsequent section.

Transformation of the loading equations into difference
form.—The loading equations are now simplified by replacing
the time derivatives by difference equations. If equation
(5) i1s used io replace the derivative in equations (29) and
(30), the values of the loading at the nth time interval are
found to be

me
Z)n=—% (zwn_5wn—1+4wn—2_wn—3)+% (2€9n—5‘{’n—1+

499n—2—‘Pn—3)+Ln

(44)

me k-
Qn='e_2 (2wn_5wn—l+4wn—2—wn—3)_’e—2' (2€9n_5¢n—1+

4‘\9n—2_§0n—3)+Mn

The values L, and M, are found by determining the expres-
sions for L,, L,;, and L, at t=ne (see equations (27) and (28)).
Of these L, is the most complicated, since it (see equation
(25)) involves three unsteady lift integrals of the Duhamel
type. Foriunately, however, a rather simple recurrence
relation can be developed which allows the calculation of the
value of these integrals at a given time interval directly from
the value at the previous time interval. This derivation is
presented in appendix D and is made possible because the
® function is of an exponential form. (Where the ® function
is given by more than one exponential term, a recurrence

(45)
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relation for each term may be written.) From the derivation
in appendix D, therefore, the value of the three integrals at
the nth time interval may be given as follows:

“o, Beley  Bele[ 3_¢a

F, +§% q»nwn—% [U<I>O+c (z—;) ?150] en (46)

where _
Fn=e“f‘F,._1+-g’wn_1+g'¢n—i

in which g and g’ are defined by equations {A5) in appendix
A. With this expression to replace the value of the integrals
in equation (25), the value of L, may be written

L, =Bcl (<i>0+§ 2130> w, — (1 —®) Belab, +
Bel [U(l —@0)—*—2'{&0—(&>O+§Eﬁo>c (%—%)J ont

(1—a,) pe?l (%—%) outF, 47)

With the use of difference equation (4), this equation may
be transformed finally into the form:

Lln=d0wn+d1wn—l+d2wn—2+d3wn—3+d0,§0n +
d1,¢n—1+d2’¢n—2+d3/¢n—3+Fn

where the d’s are defined in appendix A. Likewise, from
equations (4), (17), and (26), L., may be written

(48)

2
Ly, =2 (114, — 180, 14900 -2—201-)
n 24
If L., L,, and the value L, of the gust force at t=ne
are introduced into equation (44), the value of p at the nth

time interval can be shown to be given by the equation:

D =N0Wy +1We 1+ 02Wa —2F N3Waz 10 0+

nl/¢n—l+n2,¢n—2+n3’¢rz—3+Fn+Lgn (49)

where the n’s are coefficients which are given by equations
(A3) in appendix A. In a similar manner, the equation for
¢ (equation (45)) can be reduced to the form:

qn=vWy, + Vlwn—l+ V2’wn—2+ Vawn,—s‘*‘ Volﬁon + V1,¢n—1+

v2’<p,,_2—i—u3’¢,,_3+<a,——£-> F,,+<a—£) L, (50)

where the »'s are given by equations (A4) in appendix A.
. . a1
The value of aerodynamic lift acting at the tail Z-chord L,

is found most conveniently by applying equation (49) to
one-half of the tail surface. This application is made by
modifying the n coefficients as follows: The mass value m

. a . 1 .
is set equal to zero, S s taken as e replaced by ¢, and




10 REPORT 1010—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

Bcl is replaced by B, defined as the forward-speed and
aspect-ratio parameter of the tail by the equation:

=L maoUS, (51)

Bi=5

In addition, w and ¢ are replaced by the deflection and
rotation of the tail given by equations (13) and (14). Wigh
tl}.ese substitutions the value of L, is found to be

Ltﬂ = fow(0), + f1w(0) _1+ f2w(0)n 2+ f5w(0)r s+ fo' ©(0)n +
1 0(0)no 1+ f2 00—+ f3' 0(0)n -3t Fodu+ Frdu—1+

o

Fodu-atFabustFo + Ly, (52)
where

F, =e F, _1+jw(0)n— 1+j/¢(0)n—1+75n—1 (53)

L, " is one-half the tail gust force at t=mne and the f’s and j's

are defined by equations (A7) and (All), respectively, in
appendix A.

With equation (52) and difference equation (5), equations
(83) and (34) for L, and M, and equation (39) for fuselage
bending may be reduced readily to the following form:

L, =vew (0)n +71w(0)n-1+ 75w (0)n -2+ 75w (0)r -5+ 70" ¢ (0)n +
Y1 @(0)n 172" €(0)r 273" 0(0)5 _5+7Y08 +7 1601+
-’725n—2+735n—3+Ftn+Lg," (54)

anzliow (O)n A+ 11w(0),, — 1+ pow (O)n—2+#3w (O)n—3+ﬂo,€0<0)n +
.‘/-1/90(0)7;— 1+I~"2/‘P(0)n—2+“3/¢(0)n—3+7"‘06n F w181+
pzan—z+-.‘735n—3—131an—$tLg," (55)
0=rw(0), +71w(0)n_1+72w(0)n _o+75w(0)n_3+7¢ (0), +

7'1"10(0)"—1+7'2/40(0)7;—2+r3,§0(0)n—3+705n +716u—1t+
725n—2+735n—3+F1n+Lg,n (56)

where the v’s, u’s, and r’s are given by equations (A8) to (A10)
in appendix A.

The complete set of loading equations as well as the
fuselage bending equations are now available in difference
form. Equations (49) and (50) apply at each spanwise
station and in addition the values of L, and M, must be
introduced at station 0. The coeflicients 5, », v, and so
forth are seen to involve only the physical properties of the
airplane structure, the forward-speed and aspect-ratio
parameters given by equations (26) and (51), certain con-
stants derived from the unsteady lift function, and the time
interval. The time interval ¢ that is chosen should be

fairly small in comparison with the natural period of the
fundamental mode in bending of the wing. To serve as a
guide an interval chosen near 1/30 of the estimated period
of vibration of the fundamental mode appears to be quite
satisfactory. Of course, some caution should be observed

in the choice of this interval if the airplane is near a critical
condition where some mode other than the fundamental
may predominate. For example, if the airplane is flying
near the flutter speed, the characteristic frequency of the
response may be near the natural torsional frequency of the
wing. The time interval should be modified accordingly.

Recurrence matrix equation for response.—Equations (49),
(50), (54), and (55) for loading, equation (56) for fuselage
bending, and the equilibrium equation (43) may now be
combined to give the recurrence matrix equation for re-
sponse. In order to simplify the process of combining these
equations, only the abbreviated or symbolic form of the
matrices which occur are used. The definitions of these
matrices are given, unless otherwise stated, in a complete
group in appendix A.

Application of equations (49) and (50) to each of the span-
wise stations and of equations (54) and (55) to station 0 leads
to a set of loading equations which may be put in the matrix
form given by the following equations:

|Pl —I’Yo]5 +|7115n 1+I’Yz|5n 2+ 73|5n 3+[770 I’wl +
[7)1]|’w1n—1+[ﬂ?]lw]n—2+[ﬂ3 lw|n—3+[7]0 len .

(1Mol 9 a0l |1 L] +
|(F+Ly), (57)

IQ|n= lﬁolén_*" ]ﬁl’an—l—I_l-ﬁZ] 8u—2t |7l-3|5n—3+[”0]l'w|n+
[Vl”w1n—l+[1’2”wln—2+[V3”wln—3+[1’0’”¢ln -+

[Vx'”&ﬂ[ -
| Zl| +lzel (Fit L), (58)

a._£
4

where
[Fla=e"7\F|u_ i+ [gllwln -1+ (g1 e]n -1 (59)
(F)a=e "¢ (F)y_1+jw(0)_1+50(0), -1+ 76,1 (60)

Equations (57) and (58) and equation (56) may now be
combined to form the following matrix equation:

0 [~ 7o [ro [7d] ) 7o Amd 71 0
(wl| +} 71 [na} [94] [w] +
[Vl’]J iﬂp l n-—1

21| =| 7| [mdl [n4]
lgll. Llmel [ [#] le |]x w1 [wl

72 Lrad Lrd]7 | 8 7o lral 1) | 0
el [n2] (21| |lwl]  +| 7l [2a] (21| [lwl|  +
[ (mef (va] [0 llellace Ligel (0] (1] [l@]las
[' 1 0 ,F +L,,

Pl +| Lyl | 61)
ifend]
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For simplicity, this equation may be abbreviated to the
form: ' P

) é F &1
TIPL=S|w| +1S)|w|  +ISd|w|  +Sd|w| 4
@ |n Pin-1 @ |n—-2 @ln-3
(BI||FI+IT|, - (62)
where
é
@ln-—1

and the matrix |Z,|, is defined in the section entitled ‘‘Der-

ivation of Gust Forces.”
Substitution of equation (62) in equation (43) gives

) é ) 1) )
[Cl|w] =[Sd|lw| +[Sil|lw| +[SA|w| +ISdlw +
@ln @ln Pin-1 Pln-2 Pln—3
[RJ|[7|+ T (64)
With the use of the notations -
(D1=| (01154 ©5)
and -
é é &
Q. =|ISH|w| +[SJjw| +[SJ|w| +TRI|F|+ITL,]
Plan—1 Lln—2 Pln-3 n
(66)
equation (64) may be written simply
é
[Dl|jw| =[Q|. (67)
el

" Multiplying through by the reciprocal of [D)] gives finally

the equation
&

w| =[D]7[Qla

Pln

(68)

This equation gives the displacements that apply at time n
in terms of the displacements that occurred at several pre-
ceding values of time (see equations (63) and (66) for the
definitions of |7|, and |Q]..

From equation (68) the complete response of the airplane
can be computed once the character of the gust is known.
The matrix of gust-force values |L 4, can be determined by
the procedure given in the section entitled ‘“‘Derivation of
Gust Forces.” The initial conditions (treated in the follow-
ing section) are used to obtain three successive initial sets of
the displacements. With these sets of displacements the
next set may be obtained by application of equation (68).
With the newly found set and the preceding sets of displace-
ments, the next set may then be found, and so forth, until a
sufficient time history of the displacements is found from
which maximum loading conditions may be determined.

The reason for using the difference form of the derivatives
as given by equations (4) and (5) might now be given.
Equation (64) may be considered a differential equation,
since the matrix [C] contains the spanwise derivative matrices
[4] and [B] and may be likened to the differential equation
which relates the load to the deflection for a beam. The
unknowns are the deflections at time n. The right-hand
terms correspond to the loading, the first term being the only
one which is not known since it contains the unknown de-
flection. The subsequent inversion of the matrix [D] leads
to, in effect, the solution to this differential equation and, in
the beam analogy, corresponds to the integration of the
loading to obtain the deflection. When numerical methods
are used, the deflection may be computed with good accuracy
by integration of the loading. On the other hand, if the
difference equations which apply at an interior ordinate
had been used, the matrix [C] would have appeared as an
operator on one of the known deflections on the right-hand
side of the equation. Effectively, its operation would be to
differentiate a known deflection,.and in the beam analogy
this operation corresponds to the attempt to obtain the load
which caused a given deflection. This process, however,
cannot be done with accuracy when numerical methods are
used because of the difficulty encountered in the form of
small differences of large numbers. The difference equations
which apply at an outer ordinate and, consequently, lead
to an integration process, therefore, have to be used.

DERIVATION OF THE INITIAL RESPONSE

As has been mentioned, some initial values of deflection
are needed before equation (68) can be used. This section
shows how these values are obtained. The airplane, just
before gust penetration, is considered to be in level flight,
and all displacements which follow are given relative to this
level-flight condition. - The initial conditions are that the
vertical displacements, vertical velocity, wing rotation, and
angular velocity are all zero. The gust force can be shown to
start from zero and, therefore, by Newton’s second law the
additional initial condition can be established that the
acceleration must be zero at the start of the response. These
conditions can be satisfied, and the beginning of the response
can be found by means of the analysis which follows.
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The initial response is assumed to be given in terms of
four successive ordinates, denoted by w_,, w_;, w,, and w, ; the
w, ordinate is considered, as in the case of the damped oscil-
lator, to locate the origin of time. The first and second
derivatives at the w, ordinate are given by equations (8)
and (9), respectively. By virtue of the initial conditions
(the vanishing of the deflection, velocity, and accelerations
at t=0), the ordinate w, and the derivatives given by equa-
tions (8) and (9) must be zero; therefore, the ordinates w_,
andw_, arefound to berelated to the ordinate w, by the follow-
ing relations:

'w_2:——8w1 (69)
W_=—w, (70)

These relations are general and must apply for deflection
and rotation at each of the spanwise stations and for the
fuselage deflection as well; that is, the displacements at

t=—2¢ must be minus ecight times the displacements at t=e,
and the displacements at = —e must be the negative of those
at t=e Substituting these conditions in equation (64),

taking n as equal to 1, and using the condition that the dis-
placements are zero at #=0 give the following matrix
equation in terms of the displacement at ¢t=e alone:

)
[D1+18:)+8(S)] [ w| =IRIIZ (71)
[ |1

The term IFI1 is zero and therefore does not appear in this
equation. Solution of this equation gives the values of the dis-
placements that occur at {=e (n=1).

The three sets of initial displacements required to proceed
with equation (68) are thus known: the set of deflections
found at ¢=¢, the zero set at t=20, and the set at {=—¢ given
by equation (70), or simply the negative of the displacements
which were found at ¢=e¢. In the actual case no displace-
ments are present at £=—e¢, but these displacements may be
regarded as being of a fictitious nature the only purpose of
which is to allow the step-by-step evaluation of the dis-
placements to be started easily.

DERIVATION OF GUST FORCES

The matrix [I_,g[n which appears in the response equation
(68) is derived as follows. From equation (15) and the
notation of equation (26), the total gust force acting over a
station section at the nth time interval may be given by the
equation

Lgn=ﬁclj;n g—’: Vine—r)dr (72)

The integral in this expression is also of the Duhamel type
and since the ¢ function is expressed by exponential terms
(see equations (21) ), the integral may be evaluated quickly
by a method similar to that developed in appendix D. The
procedure of computing the gust force by this equation
and then the response is not recommended, however, since
a complete response evaluation would have to be made for
each gust considered. Instead the orocedure ~ecommercec

with this response the response to any gust may be found
directly by superposition. ’

Thus for the case of a sharp-edge gust, equation (72)
reduces simply to

L, =Bclvy, (73)

where ¢, is the value of the ¢ function at {=mne. This
equation when applied to each of the spanwise stations leads
directly to the matrix equation for gust force:

colovo
¢l
Cglgvz
[Lg[n:B Y (74)

Calav,

Calavy

cslsvs

If the gust is uniform in the spanwise direction, the »’s in
this equation will all be equal.

In a similar manner, one-balf the gust force acting on the
tail due to a sharp-edge gust may be shown to be

Lgtnzﬁt?)o‘l/zn (75)

where the gust gradient is assumed to be the same as for
station 0 and ¢, is the value of the ¢ function for the tail.
This equation and equation (74) may now be combined to
give the desired matrix |L,|, as follows:

’_ﬁ,vo 0 ¥
0 Begovo [1¥ 1
I 0 Beidyo,
L= ‘Lg!t =l 0 Beslyo, (76)
o 0 Beslsv,
0 Bedsvy
0 Beslsvs |

In the application of this equation it should be kept in mind
that L., does not begin to act until the tail starts to penetrate

the gust. The time interval at which penetration starts
may be taken as the interval nearcst to the quantity exUt'

COMPUTATION OF LOADS AND STRESSES

Once the time history of the displacements has been found
from equation (68), the normal or torque loading on the
wing can be found with little additional work. If the nota-
tion of equation (66) is used, equation (62) may be written

F)
|Pln=[So} |w| +|Ql. 77
@ln

This equation shows that the loading matrix [P| may be found
by adding an easily computed matrix to the matrix |Q)|, the
value of which will have alreadv been determined in the
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to be defined in terms of the normal and torque loadings, and
either of these loadings may be found independently of the
other.

The loadings thus found are considered to be applied

‘'statically, and the stresses are then found by ordlnary static

means. Since the loadings can be computed for any value
of time, the complete stress history of any point in the
structure may be computed. Ingeneral, the maximum stress
at different points in the structure is expected to occur at
different times. Some guide as to the probable time of
occurrence of the most severe stress may be had, however,
if the computed wing deflection is observed. It is likely
that maximum stress occurs in the range where wing bending
appears to be most pronounced.

The acceleration of any point in the structure may be
found, if desired, with the aid of equation (5).

COMPUTATIONAL PROCEDURE

The principal results of the analysis presented in the
previous sections are summarized herecin in a step-by-step
form. Only those steps are listed which actually have to be
performed when a determination of structural response for
any airplane is being made. In order to conform with
standard aircraft practice the use of inch-pound-second
units throughout is recommended.

The steps are as follows:

Preliminary steps:

(1) The wing semispan is divided into six sections and a
station is located at the middle of cach section (sec fig. 3).
The sections are proportioned in any convenient manner so
that certain stations will fall at concentrated mass locations,
such as engines or fuel tanks. Station 0 is located near
where the fuselage intersects the wing and station 5 is located
near the tip. The properties EI, GJ, m, me, and mk?® are then
computed at each station.

(2) From the K1, GJ, and \; values determine the [A] and
[B] matrices by the method given in appendix C.

(3) Compute the gust-force values at the successive time
intervals for both the wing and the tail. (See section
entitled ‘““Derivation of Gust Forces.””) The ¢ functions
used are taken from equations (21) or (22) for the aspeci
ratios which are nearest to those of the wing and tail, respec-
tively. A time interval that appears satisfactory is one in
the neighborhood of 1/30 of the estimated natural period
of the fundamental, bending mode of the wing.

The recurrence equation:

(4) With the quantities determined in steps (1) and (2),
determine the matrix elements given by equations (A3) to
(A5) at each of the spanwise stations.

(5) Compute the fuselage and tail coefficients given by
equations (A8) to (A1l). (See definitions of M;, M,, M;,
M,, M;, and M, given by equations (35).)

(6) With the use of the coefficients determined in steps (4)
and (5), set up the following matrices: [D], [Si], [Sa], [S5],
[Rl, [¢], and [W]. These matrices are defined in appendix A
and for .the most part are found from simple diagonal

matrices of the coefficients determined in steps (4) and (5).

The form, for example, o_f the [S] mat,rlces is ﬂlustrated in

“TABLE 1.—ILLUSTRATION OF THE [S] MATRICES

2 3 4 t 7]
.
1y 10 ‘1 .6
: 9 : 5
O _
! 6 - 4
1 [
I 4 l 3
I 2 I 3
| |
I 11 1
b e e
! I
3 4 i 5 |
1 I
3 1 4 |
‘ | ]
3 1 3 i
1 I
2 | 3 |
2 | 2 |
{ |
11 11
N

are not shown are zero. It may be of interest to cxplain
briefly the significance of the various terms that appear in
the matrix. In order to facilitate the explanation the
matrix has been partitioned into several submatrices. The
terms in the upper left-hand box are associated with wing
bending and the airplane vertical moticn; whereas the terms
in the lower right-hand box are associated with wing torsion
and airplane pitching. The terms along the two subdiagonals
serve to couple together the bending and twisting action.
The terms in the first row and first column are associated
with fuselage bending. The omission of certain terms in the
matrix will lead to the matrix which applies to the more
simple type of aircraft motion. For example, for the case in
which only wing bending and vertical motion are to be
considered, computation of only the terms which make up
the upper left-hand box is sufficient.

(7) Determine the reciprocal of the [D] matrix and set up
the following matrix equation:

5
—~(D171Qls sy
@ln '
where
5 E 5
1QL=((S]|w| +[Sdlw| +[Sd|w| +IRIFI+LL
I @ ln-t @ ln—2 @ |n_s n
in which
8
[Fla=le)|Flu-stTW]|w
' @ ln—1

In these equamons the matuces contammg 8, w, and ¢ are

e
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matrix |F| takes into account the forces which develop due
to the ‘“wake effect,” and |Z| is the gust-force matrix which
is derived in step (3). Equation (78) is seen to give the dis-
placements that occur at time n in terms of the displacements
which occurred at the times n—1, n—2, and n—3.

The initial response: ,

(8) By use of the matrices given in step (6) and the gust
forces which apply at n=1, set up the following matrix
equation:

o

([ D]+ [Ss)+8Ssl] [w]| =[RI| L,y (79)

@i

The term |F |, does not appear in this equation because it is
zero.

(9) Solve equation (79) for the displacements. Any con-
venient method, such as the Crout method (see reference 6),
may be used. The displacements found will be the value
of displacements that apply at t=e¢ or n=1.

The response:

(10) The response may now be found by successive appli-
cation of equation (78). The response at n=1 has been
found in step (9); the response at n=2 is next to be deter-
mined. The values of the displacements in the n—2 term
of the response equation are all taken to be zero (initial
condition), and the values in the n—3 term are taken as the
negative of those found in step (9). The gust forces to use
are those which apply at n=2. The deflections that apply
at n=2 are then found by matrix algebra. For convenience
the column matrix |Q| is evaluated first, and then multiplica-
tion of this column matrix by the reciprocal of the [D] matrix
gives the deflections at n=2. With the newly found deflec-
tions at n=2 and the deflections at n=1 and n=0, the
deflections at n=3 can be found, and so forth. This process
is continued until the wing bending appears to be the most
pronounced.

Wing loading:

(11) With the deflections known, the value of wing loading
in bending or in torsion can be computed directly from
equation (77). The stresses at any point can then be com-
puted from the wing loading by ordinary static means.
Since the loading may be computed at any value of time,
the complete stress history of any point on the structure
may be computed.

EXAMPLE

As an illustration of the method of analysis given in the
present report, the response of a typical two-engine airplane
due to a sharp-edge gust is determined. For brevity the
fuselage is assumed rigid and only vertical displacement
and wing bending are considered. The weight variation
over the wing semispan and the equivalent-weight concen-
trations are shown in figure 8. In this figure are shown also
the station locations and the interval covered by each station
section. The solution is made for a forward velocity of
flight of about 210 miles per hour and a gust velocity of 10
_eet ver second. In tables 2, 3, and 4 are listed, respectively,

Q
o
X
- SN
Joo .
¢
o
& % ()
> g o
Q200 3 S [
4 -~ lﬁ 311! L)
-39 TS
g 100+ ' A & :
|
II Structural mass |
o 1 1 i
o6 | b | usb | seb | .seb ) .s6b
T N > T e
b
¢
1G, 769 6050 /433 382 20/ 118 16

.095? 8B r 47b | .I6b T /6B /6
g 7 | T

FIGURE 8.—Weight distribution and equivalent concentrations for example two-engine
aireraft.

TABLE 2.—PHYSICAL CHARACTERISTICS AND UNSTEADY
LIFT FACTORS FOR EXAMPLE AIRPLANE

TABLE 3.—y ORDINATES AND GUST-FORCE MATRIX FOR
EXAMPLE AIRPLANE

v 14
n (Equation n (Equation
(22)) (22))
0 0 10 0.72820
1 22105 11 . 74595
2 36744 12 . 76215
3 46716 13 L7707
4 53741 14 . 79086
5 . 58888 15 . 80373
6 . 62830 16 . 81574
7 65980 17 . 82696
8 68594 18 83748
9 70840
17. 8404
15. 7552
12.1811
{ Lgl =120 ¥n
10. 5295
8. 77455
7.01964

come from the unsteady lift function, the values of the ¢
function and the gust-force matrix, and the matrix elements
that are required for the solution (steps (1) to (5)). The @
function for an aspect ratio of 6 was chosen (see equation
(20b)); and the y function for an aspect ratio of infinity
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The [A] matrix as computed from the values of A and 7
listed in table 4 is shown in table 5 (a). In the computation
of the 5 values shown in table 4 for station 0, the fuselage
was treated as a concentrated wing mass. This treatment
is allowable since the fuselage is assumed rigid and further
“saves ‘the work of computing the v values (see equations
(A8)). The [[4]—[SJ] or [D] matrix, which in this case
applies only to bending and vertical displacement, is shown
in table 5 (b). The equation which is formed from equation
(78) (step (7)) and which involves the reciprocal of [D)]
and the [S;] and [R] matrices is shown in table 6. The
equation for computing the initial response (step (8)) is

15

The solution to these equations is shown in figure 9 in

- which deflection in inches is plotted against spanwise station

points for various intervals of time. For clarity the deflec-
tions for the odd intervals have been left off. From these
curves the consequent wing bending and the manner in
which the airplane is swept upward by the gust can be seen.
The time histories of the loads (equation (77)) that occur
at each of the spanwise stations are shown in figure 10.
These curves indicate the presence of some second-mode
excitation in thée response. The stresses that occur at stations
0, 1, and 2 are shown in figure 11. The presence of second-
mode excitation is not readily discernible from the stress

shown in table 7.

curves.

TABLE 4—MATRIX ELEMENTS FOR EXAMPLE AIRPLANE

Station A I [ i M0 m n2 n3 g
0 0.09 2700 154 101 ~56.019712X104 139. 84200 X10¢ ~—111, 77100 X104 27.93800 X104 17. 9752
1 .18 1870 136 101 —31. 504082 78. 802027 ~62. 951014 15. 733559 15. 2697
2 .17 1100 118 90 ~—7.570015 18. 783512 —14. 966756 3. 735046 12.2731
3 .16 520 102 90 ~2.108675 5.151851 —4. 060925 1. 012428 10. 6091
4 .16 225 85 90 ~1.150062 2.773208 —2.168104 . 539690 8. 84085
5 .16 67.5 68 90 —. 698450 1. 664566 —1. 261283 . 320952 7.07268

TABLE 5.—THE {A] AND [D] MATRICES FOR EXAMPLE AIRPLANE
(a) The [A] matrix

82,192.75 —133, 410.07 61, 949, 726 —12, 599. 08 2, 094. 4210 —237. 6981 ]
—133, 410.07 258, 299. 66 —172,806. 94 56, 197. 447 —9, 339. 8380 1, 059. 7383
61, 959. 73 —-172,806. 94 194, 219. 495 —108, 709. 511 28, 579. 472 —3, 242. 2365
—12, 599. 080 56, 197. 447 —108, 709. 511 103, 953, 971 —47, 410. 326 8, 567. 4988
2,094. 4210 —9, 339. 8380 28, 579. 472 —47, 410, 326 36, 607. 4681 —10, 531. 197 J
L —237. 6981 1,059. 7383 —3, 242. 2365 8, 567. 4988 —10, 531,197 4, 383. 89451
(b) The [D] matrix
[~ 642,380.82 —133, 410. 07 61, 959, 726 —12, 599. 080 2, 094. 4210 —237.6981 |
—133, 410. 07 574, 239. 980 —172, 806. 94 56, 197. 447 -9, 339. 8380 1, 059. 7383
61, 959. 726 —172,806. 94 269, 919. 640 —108, 709, 511 28, 579. 472 —3, 242. 2365
—12, 509. 080 56, 197, 447 —108, 709. 511 125, 050. 721 —47, 410. 326 8, 567. 4988
2, 094. 4210 -9, 339. 8380 28, 579. 472 —47, 410. 326 48, 108. 0880 —10, 531,197
| —237. 6981 1,059. 7383 —3, 242, 2365 8, 567. 4988 —-10, 531.197 11, 368. 3945 _|

a

TABLE 6.—RECURRENCE EQUATION FOR RESPONSE OF EXAMPLE AIRPLANE

w(0) 0. 016448152 0.003274436  —0.002535913  ~—0. 002352327 —0. 0008201844 0. 0003284241
w(l) 0. 003274436 0. 022344322 0. 01467594 0. 002077166 —0. 002939533 —0. 002117350
w(2)| _ —0. 002535913 0. 01467594 0. 069848456 0. 06246892 0. 02103792 —0. 009089948 Q
w(3) 10,000§ —q. 002352327 0. 002077166 0. 062468920 0.19074974 0. 15523588 0. 01762344
w(4) —0. 008291844 —0. 002939533 0. 02103792 0. 15523588 0. 40588417 0. 26526111
w(5)|n 0.0003284241 —0.002117350 —0. 009089948 0. 01762344 0. 26526111 1. 10968865 n
where
139. 84200 w(0) —111. 77100 w{(0) 27. 938000 w(0)
78. 802027 w(1) —62, 951014 w(l) 15. 733559 w(l)
_ 18. 783512 w(2) —14. 956756 w(2) 3. 735946 w(2) 1
=10, 000 + I+ L,
Q 5.151851 w0 (3) + —4. 060925 w(3) * 1. 012428 w(3) 10,000 l I7i+| Lelln
2.773208 w(4) —2. 168104 w(4) 0. 539690 w(4)
n 1. 6645661 120(5) |n—1 —1.291283.) [w(5)| n—-2 0. 3209521 |w(5)| n—3
in which
17. 9752 w(0)
15. 2697 w(1)
12.2731 w (2)
F|, =0.832703| F|, -
[ ¥l =0.882703| Fln ~1H 10. 6091 w(3)
8.84085 w(4)
7.07268_) |w(5)|n—1

TABLE 7.—EQUATION FOR INITIAL RESPONSE OF EXAMPLE ATRPLANE

175.9720 —13. 34101 6. 195973 —1. 259908 0. 2094421 —0. 02376981 w(0) 17. 8404
—13.34101 120. 3415 —17. 28069 5. 619745 —0. 9339838 0. 1059738 w(l) 15. 7552
10, 000 6. 195973 —17. 28068 41, 92278 —10. 87095 2.857947 —0. 3242237 w(2)| —y90 (6. 22105) 12.1811
—1. 250908 5, 619745 —10. 87095 16. 54357 —4.741033 0. 8567499 w(3) 10. 5295

0. 2004421 —0. 9339838 2. 857947 —4.741033 6. 960225 —1. 053120 w(4) 8. 77455

—0. 02376981 0.1059738- —0. 3242237 0.856749¢ —1.053120 2. 413172 w(5) 1 7. 01964

9358 62 —51—-3
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FI1GURE 9.—Response of example airplane due to 10-foot-per-second sharp-edge gust.
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FIGURE 10,—Time history of station loads for example airplane.
6000~
Sration
1)
5000+
/
4000~
3
Q 2
-
a 30001
Q
£
[2)
2000
1000+
0./ sec
) 1 L i 1 L L I
(2 2 4 & 8 10 2 14 16 18

Time interval, n

F1GURE 11.—Bending stress developed in example airplane due to 10-foot-per-second

sharp-edge gust.

DISCUSSION

A method for computing the stresses and structural action
of an airplane flying through a gust has been given. The
method is based on aerodynamic strip theory, but over-all
corrections for compressibility and three-dimensional effects
can be made as is indicated by a suggested correction pro-
cedure. Some tail forces are included in the analysis and
others might equally well be included if their character is
known.

The analysis as given is general enough to include the wing
bending and twisting flexibilities and the fuselage flexibility.
In a good many cases that may be considered, however, the
last two of the flexibilities may prove to be of negligible im-
portance. Some investigators have indicated (see reference
1) that, unless the forward speed of the airplane approaches
the flutter or divergence speed of the wing, the torsional defor-
mations do not have to be included. Likewise, in cases in
which the fusclage is rather stiff, the effect of fuselage flexi-
bility on the response may be rather small. In such cases
in which either or both of these flexibilities may be ignored,
the analysis is, of course, simplified and shortened. The
example presented in the previous section illustrates this
point. In the present state of understanding of gust-
response analysis, enough information is not available to
indicate definitely when and when not to include the various
flexibilities of the aircraft structure. The analysis in the
present report may provide a useful means to assess their
importance. The extent, for example, to which coupling
exists between wing bending and wing torsion in any par-
ticular case may be seen by comparing the displacements
obtained from the coupling terms with the displacements
obtained from the noncoupling terms.

Both the symmetrical and antisymmetrical types of gusts
can be bandled by the analysis given in the present report.
In general, the symmetrical gust is expected to produce the
most severe stress condition, and therefore only the matrices
which apply for a symmetrical case have been given. These
matrices were derived by using the boundary conditions for
the symmetrical deformation of a free-free beam. The case
of an antisymmetrical gust can be treated by replacing these
matrices by the ones which apply for the antisymmetrical
deformation of a free-free beam. The case of a general un-
symmetrical gust can be handled by first breaking the gust
into two parts—a symmetrical part and an antisymmetrical
part—and then treating each part independently.

It might be of interest at this point to compare briefly the
matrix method to a modal-function solution. One of the
chief disadvantages of the modal-function solution is that the
modes and frequencies of natural vibration of the structure
have to be computed in advance. Then, a large number of
integrals which involve these modes have to be determined in
order to set up the problem. In the present analysis the
physical properties of the airplane are used directly in the
setting-up of the problem. Further, in order to make the
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modal solution practical the higher modes . must be dropped
and only the basic or fundamental modes can be used.
Hence, the success of the analysis depends to a large degree

on ‘how well single modal-functions, one mode each for bend- |
-ing:-and-torsion; can represent the airplane-distortion. In .
~the-analysis-of the present-report the distortions are found. for .|

+all-praetieal-purpeses as the correct values at a number of

spanwise stations,-at least to-within-the accuracy to whieh-the |-

aerodynamic and structural parameters are known. Also, in
this analysis, probably the most difficult operation is the
inversion of the matrix [D], which is actually not a very
involved operation, especially when done by the quick and
systematic procedure afforded by the Crout method (refer-
ence 6).

The present report indicates the methods for determining
the response for both a sharp-edge gust and a gust of arbitrary
shape. Probably the best approach, however, is to compute
only the response for a sharp-edge gust, since the response for
any arbitrary gust may thereafter be computed by means of
Duhamel’s integral. To follow such a procedure would also
save a great amount of work in the evaluation of the gust
forces.

One of the important features of the method of analysis
presented is that it is not restricted to the gust problem.
The approach used may be used to treat other problems of a
similar nature. The landing problem can be handled by
simply replacing the distributed gust force by the con-
centrated landing forces. In the landing problem also, the
problem is set up much more easily since the aerodynamiec
terms do not ordinarily have to be included. However, the

landing problem in which aerodynamic forces are included
may be solved by this method if desired. The approach used
herein may also be used to solve the problem of the release of
heavyobjects such-as bombs. This problem could be consid-
ered the inverse of the gust problem; a load is released rather

‘than-encountered.. Some maneuvering problems, such as the
- sudden. deflection of the ailerons, and a number of other
-transient -problems might also be-treated by an approach

similar to that given in the present report.
CONCLUDING REMARKS

A methodfor computing the stresses and structural response
of an aircraft flying through a gust has been presented. The
method is based on aerodynamic strip theory, but compres-
sibility and three-dimensional effects can be taken into
account approximately by means of over-all corrections. The
method takes into account wing bending and twisting
deformations, fuselage deflection, vertical and pitching
motion of the airplane, and some tail forces. A sharp-edge
gust or a gust of arbitrary shape in the spanwise or flight
directions may be treated. A suggested computational pro-
cedure is given to aid in the application of the method to any
specific case.

The possibilities of applying the method to a variety of
transient aircraft problems, such as landing, are brought out.

LANGLEY AERONAUTICAL JLABORATORY,
Narionar Apvisory COMMITTEE FOR AERONAUTICS,
Laxcrey Fiewo, Va., January 19, 1950.




APPENDIX A
DEFINITIONS OF MATRICES USED IN ANALYSIS

For convenience in presentation, most of the matrices and 0
matrix elements that are used in the analysis are defined in IP|=]|p|
this appendix. The matrices are presented without deriva-
tions, but their origin should become evident by a study of lal
the analysis. A

Matrices.—The various matrices that are used in the } See appendix C for definitions.
analysis are defined as follows for the case in which the wing (B
semispan is divided into six sections (the elements which 00 0
are used in the matrices being defined in the subsequent

[C1=] 0[4] 0

section):
w(0) 0 0 [B]
w(1) [D)=[ c1—184]
w(2)
|w]: w(3) " 7:(0) s
w(4) 7:(1)
(2
w(®) [nil= n‘( )(3)
e(1) "
7:(4)
¢(2) )
¢(3) L 7:(9)_] .

lel= o(4) [ 7 (0) 4’ N
o(5) 74(1)
o(6) o 7@
77;"(3)
771,(4)
el llel - nd(5)]

»(0) [#1(0)+ e T
p(1) vi(1)

p(2) ] vi(2)

p(3) ( vi(3)

p(4) vi(4)
p(5) L v:(5)_]
g(0) [ v/ (0) -+ s’

g(1) v/ (1)

q(2) , v(2)

q(3) v!(3)

q(4) v (4)
q(5) B v (5)_}

1) &
w=||w|

Ip| =

18
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Matrix elements.—The matrix elements which appear in
the matrices defined in the previous section are expressed
for convenience in terms of the following common factors:

ﬁ: m,ger ¢0=a1
7:2[])\ ‘i)():—*’yﬂq (Al)
s Co .

dy=~"a,

in which the last four are associated with the & funection for
the wing. (See equation (23).) With these factors.the ele-
ments that must be computed at cach spanwise station are
as follows:

11 . v
doz—‘é—e (1—3®y) Bel+Bcl (‘1:‘0‘*‘% q’of)
= (1—‘¢0) 6Cl
d2=~§’; (1—a) Bel

dy=y- (1—®) fl

df =g (1= 61 (3-2)+pet| UL—29— | (A2)
1. . .
—2‘ @0U€—<¢0+§ ¢0€> Cc <Z_%>]
ar=—2 (1-a pert (3-2)
=ﬁ - (1—®y) ol <———)
dy=—a- (1= pett (5-%)
8 3e o 4 ¢ )
m 2me 11 A
ﬂo:—?e_zn‘*'do 79 == ngw‘i'do +_2Te Betl
5m , 5me 2
771=—é2_+d1 Ny = ———Bcl
_ i . > (A3)
mm—mbdy ) =T g B
7]3=%+d3 773,=—7Z_f+d3 —To- Bc%

_ome

(e=%) ‘
(-9
P
V3=——7?:26+d3(a———>

W= 2mk2+d°< 2 245 ( c>
(o=t (5-2)
== s (o= g 6 (3-7)
(e=Drimet(-2) )

g=Bcldbgee7¢

g'=pclee™¢ l:— Udy—doc ——~):|

The coefficients which must be computed for the fuselage
and tail are expressed in part in terms of the following
common factors:

Sme

n=

- (A4)

, Smk'

V=

s mk

(A5)

1
Bz='2‘ mAzﬂ'PUSz Piy=a,
20 .
Y= A &= V10, (46)
9
&3102712(1’1,

in which the last four are associated with the & functions
appropriate to the tail. Also used are the generalized
masses given by equations (35) and the value 6; as given in
equation (14). With these factors the coefficients for the
tail and fuselage are as follows:

.

11 . 1..
f0= _E(l __q)w)ﬁl—l—ﬁz (d),0+§ ‘13106>

=2 a-a,8,
3 - (A7a)
Jfo= T 9 (1—‘1’,0)51
1
f3=3_€ (1_‘1%0)51 J
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=gt (1=84) (2t5 o) Bot8, [U(l—@;o)—%ci;one;(ci>,0+%EIS,oe> (x,+ ct)]+ 2L e,

fl’#—% (1—‘1’;0) (%’i‘% 0t>6z_4§e‘ B:c:
3 +1 9
f2 =Z(1 —&,,) (:Itz+§ Cz) §t+2—4: B:c.

f3'=_l (1—&,,) (:tz+l cz> ﬁ;—é— Beo.

7

7,,_—-—(1 @,0)(1+ 001)6, B[Uo,(l @,O)——%erl (@,0+ <1>,0>(1+ 6,01>:| oY 5,0,01

L]

Fi=2 (=2 (14500)84 Bic

- 3 1 9
f2=—2—E (l—szo) (1 +§CL01>31_§4—€ Bic:6,

- 1 1 1
Tomge (1=2) (1450t ) et g, Bucct
oM, )
’Yo=‘“_ez‘l+f0
M
=5 2 1+_f1
4M [
Y= 621+f2
+ /s
_2M )
o 2+fo
'Yl’=_'5]:242+f1’
Y >
’Yz'=4—ez_2+f2’
M.
’)/3’=_'Tg2+f3,
_ oM, = )
’Yo="‘_62—3+f0
— HM; -
’Yl_o 23+f1
€ -
— 4
Ye=— M3+f2
e;+ﬂ )
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(A8a)

(A8b)

(A8c)
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2M.
#o—_ ‘2"‘1'zfo
5M
1= 2 1:](1
4M
M= - thz
M.
#3=_—22_xtf3
2M
po'=— 4‘v’ﬂ'zfo
5M.

w' = 4"1'zf1
4M
po'=— 4_'thzw

- M4

U3

- 2M -
Moo= 5—xzf0
_ 5M

- 42\1 -
M=
53:_——%][3

~

S

-

(A9a)
¥
(A9b)
(A9c)
j: ﬁ[&;[ € V1LE

.7_—3!56 7‘6[ U(I’to ‘1)1(,(1':

2M.
Po=—— 3+f0

n="21 7,

4M3

\
== + 12

>]

3251 e e [[](.Pluel_*‘&;lo <1 +§ 6191)]

-

(A10a)

(A10Db)

(A10¢)

(A1D)



"APPENDIX B

DERIVATION OF DIFFERENCE EQUATIONS
d""w:l 2d 5¢+4b—a
2

In this appendix the parabolic and cubic difference
equations for the first and second derivatives of a function
are derived.

Parabolic equations.—For the parabolic difference equa-
tion, consider the function shown in figure 12(a). This
function is assumed to be replaced by the arc of a parabola
which passes through the three ordinates a, b, and ¢. It
can be verified readily that such a curve can be given by
the equation

S0

The first and second derivatives of this equation at y=e are
given by the equations

dw c—a
d—y— I/=e= 26 (B2)
2 _
d*w] _c¢—2b+ta (B3)

dy* J-. €

These equations are the standard difference equations for
the first and second derivatives of a function. The deriva-
tives are purposely taken at the middle of the three ordinates
because the resulting equations are suitable for use in the
simplification of many problems. If the derivative had
been taken at an outer ordinate, the approximation afforded
would not be accurate enough to be useful.

Cubic equations.—The cubic difference equations may be
derived in a manner similar to that for the parabolic equa-
tions. In this case four successive ordinates are used. (See

12(b).) The function is replaced by a third-degree
curve which is given by the equation

S ICRICHETICICS
DICOEHICRNCED

Because of the increase in accuracy that results from the
use of a higher-degree curve, the first and second derivatives
may be taken at an outer ordinate with an accuracy which
is about equivalent to that given by equations (B2) and

cyY(y_

2 e e (B4)

(B3). The derivatives at y=3eare
dw _11d—18¢c+9b—2a
@ u=3s— Ge (B5)

(B6)

If taken at the third of the four ordinates, the derivatives are

dw _ 2d+3¢—6b+a

dy oo Be (BD)
d*w _d—2c¢+b
el P (B8)

Equations (B5) and (B6) are used in the derivation of the
response equation for an airplane in a gust. Equations (B7)
and (B8) are useful in the derivation of the initial response.

w

]

a 5 c
€ 2€ Yy
@)
w
’-——“i ——
] .
a 3 e d

(1) € 2€ 3¢ y

(a) Parabolic.
(b) Cubic,

FI1GURE 12.—Functional notation used in the derivation of parabolic and cubic difference
equations.
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APPENDIX C

DERIVATION OF MATRIX EQUATIONS OF EQUILIBRIUM

In this appendix the matrix equations
[A]lw|=|pl| (C1)

[Bllel=lq|

for symmetrical bending and twisting of a free-free beam
under normal and torsional loads are derived.

Bending.—In accordance with the assumptions made in
this report the wing semispan is considered to be divided into
six sections with a station point at the center of each section
(see fig. 3). The inertia force of the mass and the aerody-
namic force that develops over each section is in turn assumed
to be concentrated at the respective station points. The
wing is thus effectively a beam bending under six concen-
trated loads and, as such, will have a linearly varying mo-
ment between each station. The following general equation
for the moment between the 7 and 741 stations may therefore
be written:

(C2)

M=a;+b:y (C3)

where

- y(@) . y(3) .
ai—[l —l—b)\H_l]M(l)— Phen, M@E+1)
1

bi:b)‘im

[MG+1)—M(@)

in which y(7) is the abscissa to the 7 station.

The wing is further assumed to have a linear 1/E/ varia-
tion between stations with the correct value of 1/ET at each
station. This type of variation would lead to an EI curve
which follows very closely the true stiffness curve of the
wing and which of course has the correct values of K7 at
each station. A general equation for 1/E/ may therefore
also be written; thus,

E_11:Ci+di?/ (04) .

where

— y@®H] 1 yG) 1
e 15 BT ih BTG

P 11 :]

UM LEIGY)  EIG)

With equation (C3) and equation (C4) the well-known
expression relating deflection to moment for a beam may be
written

*y

2,w —M_

dy? EI=(ai+biy)(ci+dfy) (Cs)
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The deflection may be found most conveniently from this
equation by use of the engineering beam theorem which
states that the deflection of one point on a beam relative to
the tangent of the deflection curve at another point is equal
to the moment about the displaced point of the AM/EI
diagram between the two points. In this case symmetrical
loading is being considered and therefore the boundary con-
dition at the center line is that the slope must be zero; the
deflection of each station relative to this point therefore may
be readily computed. Fortunately, because of the conven-
ient analytical representation of M/EI, these deflections may
be found by exact integration. The deflection, for example,
at station 4 due to the M/EI variation between stations 2
and 7+1 may be given by the expression:

v+
[0 @byt dgly@—vidy
Consideration of all the expressions of this sort leads to the
total deflection of each station relative to the wing center
line. From this deflection the more useful deflection relative
to station 0 can be readily determined. The values of the
deflection thus obtained are found to be expressible by the
following matrix equation:

w(l) Fau a5, O 0 07[MO

w(2) Gy Gy Ay 0 0 [|MQO)

—_ b?

w(3) =FET0) ay @z am a0 (M@ (C6)
w(4) @y Qyp Qg3 Ay Qg M(3)

w(5) | ®s51  ds2 @s3 A5 assj M )

where the matrix elements are defined by the equations:

011=>\0)\1+)\12A1 h
0212)\0()\1+)\2) +>\12A1+)\1)\2B1
a3 =No(N 1+ N+ Ng) F AP A NN+ M) By }

By =No(AF N+ N N)FAEA MO+ NN B,y
asi=No(A14-No A3+ )‘4+‘>\5)+)‘12A1+)\1()‘2+)‘3+)\4+)\5)Bl J

(C7a)
ap=XN2C, h
@aa=N\2C1+MAD N3P A4,
an=MCi+NMAs+N) DI+ N2 As+ Mg By g

Q9= )\1201 + )\1()\2+ A3+ )\4)D1 -+ )\22A2+ )\2()\3"1‘)\4)32
@s2=NZCH M N A N) DN A+ MM+ A 85) B
(C7b)
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@o3=N2C} ]
a5 =N>Co MM Dy +25" A3 -
. _— - - (C7¢)
a4a=)\22,02+)\2()\3+)\4)D2+)\32A3+)\3>\4B:§
@3 =N?Ca-NaNa NN Do X2 A+ XM+ A5) By
a3 =705 1
a44:f)\3203+)\3)\4D3+>\42A4 ( C7d)
@5 =N" O3+ Ng(Ng+N3) D3+ N2 Ay NN B«xj
as=\:2C .
45 4 Uy } C76)
' 55 =NEC NN Dy N2 A,
A1 IO 1 I0)
A TIE—-1)"121(7)
_1_I0) 110
B=s 16— T8 70
1(0) 1) | ©®
1 0 1 0)
T3 Ta—nT12I0)
bl 10 110
e IG—1) " 3 I(3)

The moment M (5) does not appear in equation (C6) because the boundary condition is used so that the moment at station

5 is zero.

b
|

“EI0)

For convenience equation (C6) may be given in the abbreviated form:

(H,] | M| (C9)

From the five loads p(1), p(2), p(3), p(4), and p(5), the moment at each station may be found. The equations
to the loads can be shown to be given by the matrix equation:

relating the moments

which can be abbreviated simply

~ Substitution of equation (C11) into equation (C9) gives

|w]

Multiplication through by the reciprocal of =+ —

M(0) (A MR MR MENENt A M NN |2(D)
M) 0 A2 Aod-2g No-F A3+ Ny N+ N AN | | p(2)
M2)|=b]0 0 s Na+ Ay NN | | 2p(3) (C10)
M(3) 0 0 0 Ny NN | p(4)
M4) | 0 0 0 0 A | p(5)
results in the equation:
l—
|M|=0b(H,] |p| (C11) Eégo) (L L)l =[] ©13
iy I 1 (1| i cvacion thus givs thelonde it of he dfletion
b? (2] [H] cons}deration, however, the wing is a free body capable of
EI0) motion through space and therefore to set up properly the
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equations of motion the deflection must be given relative
to a fixed datum line. This datum line is most conveniently
located as the position of the wing prior to action of the
disturbing loads. Consideration of sketch 3

¢

——¥
i w(0)

SeETCH 3.

will show therefore that the following relation must exist:
w=w—w(0)

Substitu'tion of this equation into equation (C13) gives

EI(0)
B2

[[H] (H]] 7w —w(0)]=|p| (C15)

EI0)

To aid in the derivation 5 [[H:}[H:)] ™! is now written in

the general form:

[ b b b b by
| b1 bs ba o b
[EH =] b bs b ba bas
b bo b by bus
bis bos bus b bss

b

EI(O) (C16)

Thus with this equation, equation (C15) may be trans-
formed to the form:

w(0)
rbox by bz bz b by w(l) p(1)
bos biz Do by Doy bas w(2) p(2)
(C17)
bos b1z by by bas  bys W(3)=p(3)
bos bis Do by by by w(4) p(4)
bos b5 by by bus b55_j w(5) p(5)
where
bor=—(b11+biatbigtbrutbi) )
bozz—(b12+b22+bz3+b24+b25)
(C18)

bos=—(b1a+ ba3+ bzt b3yt 035) T
bo4= '—(b14+ b24+ b34+ b44+ b45)
b05= —(bls+ bz5+ b35+ b45+ bss)J

(C14)

Equation (C17) is noted to express all the loads except
p(0) in terms of the six deflections. An additional equation
in which p(0) is expressed also in terms of the deflections
may be established by use of the condition that all the loads
acting on the wing semispan must add up to equal zero;
that is,

2(0)+p(1)+p(2)+p3)+p(4)+p(5)=0 C19)

This condition automatically satisfies the two boundary
conditions that the shear must be zero at the tip and center
line of the wing. Thus if the five equations represented by
equation (C17) are added, and use is made of equations
(C18) and (C19), the following equation results:

b osw(0) + borw(1) + 002w (2) + bosw(3) -+ bosw(4) 4 bosw(5)=p(0)
(C20)
where

boo=—-(bo1+bort+bos+bo+bos) (C21)

This equation may now be combined with equation (C17)
to give finally

oo bor boe b bos Do ] |w(0) (0)

ba bu b bz by by w(l)| |p(1)

boe bz bay bay by by w(2) p(2)
= (C22)

bos bis bas bay s by w(3) P(3)

bos bis by by by by w(4) p(4)

[ bos bis b by by bss_ | fw(b) (3)

This equation is thus the desired matrix equation which
relates the normal loads to tHe deflection. If the square
matrix is denoted by [A4], the equation may be abbreviated
conveniently to the form

(4] [w]=|p|

which is the form used in the text. (See equation (40).)

As an aid in computational work, a summary of the steps
involved in the determination of [A4] is given to close this
section:

(1) From the I values at the respective stations, compute
the coefficients given by equations (C8).

(2) With these coefficients determine the matrix elements
given by equations (C7). These elements form the matrix
[H,] which is defined by equations (C6) and (C9).

(3) Multiply the [H;] matrix by the [H;] matrix, which is
defined by equations (C10) and C11). The result should be
a symmetrical matrix; this property serves as a very useful
computational check

(C23)

(4) Invert the w7~ HZ]] matrix. This matrix should

EI (O) [ A
also be symmetrical. (The Crout method (reference 6)
serves as a rather quick and useful means {or performing the
inversion.)
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(5) Add the columns of the inverted matrix and place the
negative of these sums at the top of their respective columns
such as to form a new row of matrix elements. Then add
these sums and place the negative df the sum as the first

"matrix element of the newly formed row. A new column
headed by this value is thus in the making. TFill in the re-
mainder of the column with the respective elements of the
new row; that is, the appropriate values should be inserted to
make the matrix symmetrical. This final matrix ic the de-
sired [A] matrix.

Torsion.—For the torsional case the torque loads ¢ are
assumed to be concentrated at the stations just as in the
case for the normal loads p. Consideration then of the fol-
lowing example torque diagram (sketch 4)

<

g
~ - o = N -

90 q1) (3 q(3) qg4) qf5)

SKETCH 4.

will show that the following equations must apply:
q(0)= —TI1) N
g()=7T01)—T(2)
¢@)=T@2)—T(3) L
qB3)=TE)—T1)
q@)=T4)—T(5)
q(5)=T(5) J

(C24)

where T'(¢) represents the total torque present in the 7 interval.
No torque exists between the wing center line and station 0.

To aid in the derivation, the assumption is made that
1/GJ varies linearly between stations. A typical T/GJ
diagram between, say, the 1—1 and the ¢ stations would
appear as in sketch 5:

1)
W —| &
GJi-1
(EANEN
t-1 i
SKETCH 5.

From the differential relatlon d —— the fact may be ob-

GJ

served that the change in angle of twist between two stations

‘is equal to the area of the T/GJ diagram betwcen the two

stations; therefore,

_bn T(@) T@)
If the notation
2@ 1
“bn
Fi=nt 7 ©26)
is employed, equation (C25) may be written
T@)=Jile()—e(i—1)] C27)

Application of this equation to cach of the spanwise stations
gives the following equations for T

T(1) =4, [p(1)—(0)] )
T(2)=17:[¢(2)—(1)]
T(3)=7js[e(3)— ()] (C28)
T4 =j,[e(4)—(3)]

T(5)=js[¢(5)—(4)]

Substitution now of these equations into equations (C24)
gives the desired equations relating the torque loads to the
angle of twist. The equations thus found can be given in
the matrix form:

5 0 0 0 0 0 1]e©@] |90

—J5 (113D —J2 0 0 0 [le(] {g(D)

0 —J2 (Jatjs) —Js 0 0 |le@ B q@

0 0 —j Gstio —is 0 ||e®)| |20

0 0 0 —Jo (Gstis) —7s [|e@)]| (2@

L 0 0 0 0 —Js Jsdle®G) 1¢®)
(C29)

which can be abbreviated to

[B] |el=lg| (C30)

the form used in the test. (See equation (41).) Thus all
that is involved in the computation of the matrix [B] is the
evaluation of the matrix elements by means of equa-
tion (C26).



APPENDIX D

RECURRENCE EQUATION FOR THE EVALUATION OF DUHAMEL’S INTEGRAL INVOE,VING AN EXPONENTIAL KERNEL

The derivation of a rather simple recurrence relation for
the step-by-step evaluation of the three unsteady lift inte-
grals appearing in equation (25) is presented. This deriva-
tion is made possible because the kernels of the integrals are
expressible in exponential form.

From equation (23) the first and second derivatives of the
& function may be written

<i>=—2(oj )xa,,e—X %]'=45oe‘7‘ D1
515=4CU22 )\i’ale_x %tzf'l;oe“" D2)
where
Y=X\ 26[0]
Pp=—ya,
dy=7%a,

With these equations the three integrals of equation (25)
may be combined conveniently into the following single
integral denoted by I,:

t(.. . .. 3 a o
1= [ Yausotw— dupettr+dope (———)]<p}e ve=ndy
0 4 c
(D3)

For convenience the notation
Y— {éﬁoﬁczm— oBell] +BoBel (2-%)}} (D4)
is introduced and thus equation (D3) becomes

t
1,=f Ye-10-9dr
0
or

t
,=e‘7‘J; Yerdr (D5)

Mathematically, the integral in this equation may be
interpreted to represent the area under the function given
as a product of Y and ev*. In accordance with numerical
evaluation processes, the interval 0 to ¢ may be divided into
a number of time stations of interval e. The product of
Y and ¢v may then be found at each of the time stations
and from these products the area under the curve may be
determined in first approximation by the trapezoidal method
of determining areas. Thus, if the time station n corresponds
to time ¢, the expression for [, may be approximated as
follows:

I, zI,,:ee‘“f”f[Yle“—l—Y2e"2€+ .. .—}—Yn_le“f‘"“’f—l—% Y,,e‘r'“]
(D6)

where Y, does not appear since the initial conditions are
used that the deflection w and rotation ¢ are zero at t=0,
and therefore Y, is zero. (See equation (D4).) More ac-
curate methods, such as Simpson’s method, could be used
for determining the area under the curve, but because of the
small interval chosen the consequent increase in accuracy is

negligible. If the notation
Fo=ee ¢ [Y e+ Y04 - .« + Y, e 0] (D7)
is introduced, equation (D6) may be written simply

If equation (D5) is expanded similarly, only for an upper
limit of ¢— ¢, the expanded result would be

In_1=66~7(n—l)e[yle~/e+ Y26725+ e +Yn_2ev(n—2)e+

% n_le‘r(n—l)e] (Dg)
By analogy with equation (D7), however,
Fn——l —ee7(n—De [ Yl eve -t YZ eﬂe_*_ P + Yn_2 ev(n—2>e] (DIO)
and therefore equation (D9) becomes
In——1: n—l+% Yn—l (Dll)

A study of equations (D7) and (D10) shows that the follow-
ing relation must exist:

Fnze_“’EF,,_l—]—ee"“’eYn_l (D12)

Now, if equation (D4) is used to rewrite 1, and Y,_; in
equations (D8) and (D12), the value of I, may be given
finally by the equation:

I,,:F,L—I—%Eﬁoﬁclewn~~é—6cle[Ufi>o+c<i——%>&30]¢n (D13)

where

[4‘":6-7‘Fn_1+@066_7660lwn_1'—

Bclee“"[Uéo—l—c %—g>5150:|¢,,_1 (D14)

¢
The value of the unsteady lift integrals is thus given by
equation (D13). As regards the analysis given in the
present report, w,_; and ¢,_; are the values of deflection and
rotation which have, say, just been determined from the
recurrence equation for response. The value F,_; was alsc
established and therefore F, can be determined as a definite
quantity. The value 7, is thus seen to be given in terms of
the known F, and in terms of w, and ¢, which are the next
values to be evaluated from the recurrence equation.



APPENDIX E

MATRIX ALGEBRA

This appendix is written for those not familiar with matrix notations or matrix methods. All the matrix algebra necessary
for the understanding of this report is described hereinafter by way of examples.

Matrix definition.—Some of the basic types of matrices are illustrated by the following arbitrary matrices which are of
the third order: '

The column matrix

The row matrix

The square matrix

- 2 —3 17]
1 2 —2
1 =1 3
The diagonal matrix
- 4 0 07
0 3 0
[ O 0 —1]
The identity matrix
-1 0 07]
0 1 0
| 0 0 1]

Element definition.—Each of the terms that appear in a matrix is defined as an element. Its position is usually
denoted in a row by the number of terms from the left and in a column by the number of terms from the top.

Matrix addition.—The addition of two matrices produces a single matrix. Addition is performed by simply adding
together corresponding elements. For example,

2 —3 1 4 —1 0 6 —4 1
1 2 —2 1410 3 2 =1 5 0
—1 —1 3 2 0 —1 1 —1 2

Multiplication of a matrix by a scalar number.—In the multiplication of a matrix by a scalar number every element in
the matrix is multiplied by the number. For example, ‘

2 -3 1 4 —6 2
2 1 2 —2 |= 2 4 —4
—1 —1 3 —2 —2 6

29
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Muitiplication of a column matrix by a row matrix.—The product of a column matrix and a row matrix is equal to the
sum of the products of the corresponding elements. For example,

2 =3 1] 2J=@X2)+(=3XD+[IX(=9]=-3
1
|—4

Multiplication of a column matrix by a square matrix.—The multiplication of a column matrix by a square matrix
produces a column matrix. Consider the following set of three simultaneous equations:

2?/1—3’!/2‘1‘ Y3=a;
Y1+2y:—2ys;=a, E1)
—Y1— Y2+ 3Ys=4as

The procedure adopted in matrix algebra is to write these equations in the matrix form

2 —3 1 Y1 a1
1 2 —2 Y2 = |0Q2 (E2)
—1 —1 3 Ys a3

where the multiplication of the |y| column matrix by each row in the square matrix produces the respective elements
in the |a| column matrix. (See multiplication of a column matrix by a row matrix.)
In order to simplify the presentation of an analysis, the symbolic or abbreviated matrix form is used quite often.
The symbolic form of equation (KE2) is simply
[M] lyl=lal (E3)

The determination of |a| by the multiplication of |y| by [M] is illustrated with arbitrary values of y, say y1=4, 1.=35,
and y;=06, by the following equation:

( 2 —3 1‘| 4 XA+ (—3X 5+ AX6)| |—1] |a
1 2 —2 lisl=] x4+ @X5)+(—2xX6)|=| 2|=la, (E4)
|_—1 —1 JJ 6] (—1X4)4+(—1X5)+ (B3X6) 9 las

Multiplication of a square matrix by a square matrix.—The multiplication of two square matrices produces a square
matrix. Multiplication is performed by letting the multiplying matrix operate, as in the preceding section, on each
of the successive columns in the matrix being multiplied to produce corresponding successive columns in the product

matrix. For example,
l’ 2 —3 l—l"‘ 1 —2 3] —2 —12 14_|
1 2 -2 1 3 =2 = 5 2 =5 (E5)

|.—1 —1 3.-”.—1 1 2J L—5 2 5_j

Order of multiplication.—In general the commutative multiplication law of ordinary algebra does not hold in
matrix methods; that is,
|A]B]#|B| 4]
Therefore, whenever the product of several matrices is indicated, these matrices must be multiplied together without
changing their order.
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Matrix partitioning and submatrices.—A matrix may be
partitioned or divided at will into smaller matrices For
example, the left-hand side of equation (E4) may be parti-
tioned as follows: '

213 171 4
Sl o

1y 2 —2||s5
1t 3

The matrices which are formed by the dividing lines are
called submatrices. These submatrices may be treated
as though they were elements when matrix operations are
performed. For example, with the notation

a=|—3 1]
1
b:
—1
[~ 2 —2
c—
| —1 3
5
d:
6
the multiplication of the foregoing partitioned matrix is as
follows:
[ 2 : a] 4 8+ad
b ! ¢ d| 4b+cd

The reciprocal of a matrix and the identity matrix.—By
ordinary algebraic methods the formal operation involved
in the solution for x of the equation

mr=a
4 1s the multiplication through by the reciprocal of m; thus,
z=m g

Thesame formal operation may be applied to matrix equations.
For example, the solution for |y| in equation (E3) is simply

ly|=[M]""]a]

where [M]! is the reciprocal, or the inverse, of [M].
The reciprocal of a matrix is found as the matrix which
satisfies either of the equivalent equations

(M)~ [M] =[]
(M]  [M]7'=[]

where [I] is the identity matrix. For equations (E2) and
(E3), the reciprocal of [A] is found as the matrix which
satisfies the equation

2 —3 17 b e d][1 0 0
1 2 —2 b2 C, d2 =| 0 1 0
—1 —1 3 bs c3 d, 0 0 1

If this equation is considered in relation to equations (E1),
(E2), and (E5), the values of b;, b, and b; would simply be
values of ¥, ¥, and y; which satisfy equation (E1) for
a,=1, a,=0, and a;=0; ¢;, ¢;, and ¢; would be the values for
a;=0, a,=1, and a;=0; and d,, ds, and d; would be the
values for @;=0, a,=0, and a;=1. For this example, the
solutions are

1 2 1
bl—‘g Cl—g d1—§
1 7 5
b=—75 &=15  &i3
1 5 7
bg—ﬁ‘ Cg—ﬁ d3———'1_2'

The Crout method (reference 6) provides a very quick and
convenient method for determining these solutions.
The determination of y by the operation [M]™* on |a| is

illustrated as follows for a;= —1, a,=2, and a;=9:
4 8 4 —1 4
1
-t 7 2/=5 (E11)
1 5 7 9 6

The operation performed by this equation can be seen to be
the inverse operation of equation (E4).
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Positive directions of axes and angles (forces and moments) are shown by arrows

- " Axis : Moment about axis " Angle Velocities
Force < ‘ S E—— e
: %p&ra}lgl ‘ Linear ‘
‘ : s Sym. | U0 aXi8 : . Sym- Positive Designa- |Sym-| (compo- P
_Designation vl | symbol | Designation Dol direction e T | neat gl)ong Angular
. v axis) .

Rolling__.____ L Y—Z Roll...cceeef o

Y Y Pitching.___.. M Z—sX Pitch.____._.| @ v ‘q
z Z Yawing.....! N | X—oY Yaw oo 2N R r
Absolute coefficients of moment Angle of set of control surface (relative to neutral
O= L Co— M O.— position), 8, (Indicate surface by proper subscript.)
=TI Q m— T .
gbS cS - gbS .
(rolling) - (pitching) (yawilng) ‘
- 4. PROPELLER SYMBOLS
D Dismeter ‘ . .. P
' p°  Geometric pitch . p Power, absolute coefficient O'p-—pn,D,
D  Pitch ratio . ) 5[V
Z{,Z, Inflow velocity - 4 . Oy Speed-power coefﬁclent=\/ 81;1%
Ve  Slipstream velocity g oo .. Bficency
T " Thrust, absolite coefficient 05.;;;,‘,—'1)‘—-" -7 7""'m  Revolutions per second, rps .
‘ . Q & Effective helix angle=tan“(2 )
Q Torque, absolute coefficient 0°=pn” % ' TR

5. NUMERICAL RELATIONS .

1 hp=176.04 kg-mJs—>550 ft-lb/sec 1 1b=0.4536 kg
1 metric horsepower=0.9863 hp 1 kg=2.2046 Ib
1 mph=0.4470 mps 1 mi=1,609.35 m=>5,280 ft

1 mps=2.2369 mph 1 m=3.2808 ft




